New York, Saturday, August 11, 1923 


Electric Railway Journal 


Consolidation of Street Railway Journal and Electric Railway Review 
Published by McGraw-Hill Company, Inc. 


HENRY W. BLAKE and Harry L. Brown, Editors 


Volume 62 


Number 6 


Utility and City Prosperity 

Go Hand-in-Hand 

NEW YORK CITY official recently justified the 

operating loss on the municipal trackless trolleys 
in Staten Island by the plea that the city will get back 
in increased taxes because of higher land values many 
times the loss in operating costs. Very likely this is 
true. This increase in value of real estate is a 
recognized byproduct of the operation of every public 
utility. Without their supply of transportation, electric 
light, water or gas, land otherwise suitable for building 
purposes is of much less value. Every city gains as 
the service of its utilities improves in quality and in 
the extent of the territory supplied. 

But if this is so, why do so many municipalities act 
as if any prosperity of its local utilities is gained only 
at the expense of the citizens? Why, in New York for 
instance, does additional transit in Staten Island deserve 
a subsidy, while in the other four boroughs transporta- 
tion has had to be decreased because the city failed to 
co-operate in helping to promote good transportation? 
The neglect of the city in providing the repair facilities 
for the rapid transit cars called for under the contract 
between the I. R. T. and the city is a case in point. 

These are questions which the New York City admin- 
istration can well answer. And there are other cities 
where the lesson of this close connection between city 
and utility prosperity is still to be learned. 


Salaries Again—What 
Poor Salaries May Mean 
XAMPLES of underpay of men of the electric rail- 

4 way field, particularly the master mechanics, of 
which the JOURNAL has spoken frequently of late, keep 
coming to the attention of the paper. Perhaps all of 
them ought to be cited to impress the fallacy of one 
of the things that is holding the industry back. One 
instance, which shows more definitely than common 
what this policy means, follows: 

Three years ago the master mechanic on a small city 
property operating some forty cars came to the man- 
ager and said he simply must have more money. He 
was making $2,500, had-a family, and the high prices 
of necessities were pressing him hard. He was a com- 
petent man and was keeping the cars up to a high 
standard of repair. But the manager would not’ con- 
sent even to the $500 increase that would satisfy the 
man. 

He quit—as he should have done. Subsequently this 
same manager replaced him with an inferior man whom 
he paid $3,600. The condition of the cars has steadily 
gone down, until today, a new manager who is about 
to make a change in this department, estimates that at 
the very least it has cost this company $200,000 in 
excessive maintenance expense, not to mention the losses 
of patronage from irregularities and failures of serv- 


ice, because that former master mechanic was let go. 

Such decisions about the salaries of those men in 
responsible positions who have demonstrated their abil- 
ity and in whom the company has the invaluable asset 
of experience on the property are evidence that no real 
thought is given the matter. 

The JOURNAL is going to have more to say about this 
subject, because it believes that it points to the remedy 
for one ailment of the industry which goes right to 
the root of things. It is impossible to get 100 per cent 
heart and head interest in the work when the man car- 
rying the responsibility is sadly underpaid, and knows 
it, and is spending half his time trying to find a way 
to jump to another field. 


N. & W. Electrification Has Contributed 
Notably to Knowledge in this Field 
LTHOUGH it was not one of the earliest steam 
railroad electrifications, that on the Norfolk & 
Western Railway was a pioneer in several important 
respects. It was the first to demonstrate on a large 
scale the rea] abilitiy of electric operation to increase 
track capacity in the movement of heavy freight trains 
up long, steep grades. It was the first to prove that 
constant-speed motors can be supplied from a single- 
phase distribution circuit under the difficult conditions 
imposed by everyday service on an important freight- 
carrying railroad. 

At the present day it requires a stretch of the 
imagination to picture the phase converter as it was 
ten years ago. The underlying principles upon which 
its operation depends were, of course, well known. 
But as a piece of laboratory apparatus it was merely of 
interest, and that is about all. There had not previously 
been any considerable commercial demand for a ma- 
chine to convert single-phase into polyphase power. Ten 
years ago the demand materialized all at once and on a 
large scale. The result was highly creditable to the 
scientific knowledge and designing skill of the time, 
for the phase converter has proved to be one of the 
most reliable and effective parts of the N. & W. loco- 
motives. The only important change in design, which 
will be incorporated in the locomotives now building, 
is in the use of the synchronous, in place of the induc- 
tion principle in the phase converting apparatus. This 
is not a fundamental change, and it is simply for the 
purpose of improving the power factor. The slight 
extra complication in the excitation is believed to be 
offset by the better effect on the power circuit. 

Being a pioneer, the N. & W. found it necessary to 
solve a number of problems. The solutions are now 
available to other roads contemplating electrification. 
They will, for example, save the Virginian Railway 
much expense and difficulty. Locomotives for service 
such as that involved in hauling 3,000-ton trains up 2 
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per cent grades at 14 m.p.h. will hereafter be built 
more ruggedly than the first N. & W. machines because 
the test of time has shown where the weak points 
were. This is perhaps the greatest contribution to the 
development of the art of heavy electric railroading that 
the N. & W. has made. 

A visitor to the N. & W. electrified zone is impressed 
by the matter-of-fact way in which the electric engines 
perform their work, and by their general inconspicuous- 


ness. All evidences of experiment are gone. The elec- 
trification as a whole functions like a _ well-oiled 
machine. Like so many of the electrification projects, 


heralded as great achievements and arousing greatest 
interest at their instigation, it plays its part in trunk 
line operation so well that its existence is almost for- 
gotten by the general public and even by steam road 
men. In fact, the mileage electrified has been nearly 
doubled since the original installation, almost without 
any general cognizance of the extension. The article 
in this issue brings the N. & W. project back to mind 
and relates an intimate account of the results that are 
being obtained, as found by one of the JOURNAL editors 
after spending a week in the electrified zone. 


The “Journal” Placed on the 
“Index Librorum Prohibitorum” 

AST week this paper printed an editorial to which 

the president of the company directly concerned 
took exception by telephone. Later by a written com- 
munication he discontinued all that company’s subscrip- 
tions to the JOURNAL. He was invited to make use of 
the JOURNAL pages to express his views, if he thought 
the editorial unfair in any respect, but has not re- 
sponded. : ; 

Since the JOURNAL is thus placed on the “Index 
Librorum Prohibitorum” for the men of this company, 
because of what was printed, perhaps the reason for 
the editorial should be stated. 

The burden of last week’s editorial was that the com- 
pany in question had embarked on what appeared to be 
a dangerous experiment from the standpoint of the 
industry. In so expressing its own view, the JOURNAL, 
which aims to reflect also the best opinion of the in- 
dustry it champions, naturally puts the interests of 
that industry as it sees them above the acts or interests 
of any individual company, where these seem to be run- 
ning counter. It was thought that the shutdown of 
this property was a matter of great concern to the 
‘industry, for the reasons, among others, set forth in 
the previous editorial, and the developments up to 
Thursday night of this week have not changed this 
opinion. 


A Reflex Benefit of the 
Merchandising Transportation Movement 


ALESMANSHIP, in order to be most effective, must 

have to do with commodities or services which are 
first class in quality and well adapted to the needs of 
the prospective purchaser. This principle applies in 
selling electric railway car rides, as well as typewriters, 
automobiles or dry goods. No self-respecting salesman 
can afford to exert his efforts in selling things with 
which his customers will be dissatisfied. To do good 
work he must first convince himself or be convinced 
that the community in which he sells will be benefited 
by purchasing his wares. 

Of late years the electric railways have been directing 


increased energy in salesmanship to meet private auto- 
mobile and bus competition. They did not do much 
along this line until the competition became threatening. 
Coincident with the developing of merchandising plans, 
the qualities of the product of the competitors had to 
be studied, in order that all aspects of the competition 
might be met, as far as possible. This in turn caused 
a study of the qualities of the transportation service 
which the railways were already rendering, with a view 
to seeing if it could be improved and hence more readily 
sold. This reflex action has been highly beneficial; 
in fact, to it may be attributed some of the principal 
improvements which have come about recently in elec- 
tric railway service, especially those affecting speed, 
and those affecting passenger comfort, convenience 
and safety. 

The above qualities are usually summarized as “good 
service”; good service being service that the public 
wants and will consider good if furnished, rather than 
what the manager finds it most convenient and _ profit- 
able to give. The present concentration of effort in 
merchandising transportation has tended to standardize 
the quality of good service. Once a railway is sure that, 
measured by modern requirements, it is giving good 
service, it may properly and. profitably talk more 
about it. 


Temporary Traffic Stimulators 

Are Not Good Business 

HE article in the July 14 issue on “Selling Trans- 

portation in 1890” should be a reminder to the 
present-day operator that blanket transportation is not 
so new as some people imagine, and that no one need 
be afraid of it. Indeed, while the season ticket was 
but a sporadic phenomenon in this country it has been 
a matter of course abroad almost from the first days 
of railroading. 

The experience of Mr. Owen’s company in the far- 
away days of 1877 is not without a lesson for us now. 
His company covered a great deal of ground in going 
from 7 cents to 5 cents with six tickets for 25 cents in 
single-trip fares and in putting on passes that ran 
from one month to a lifetime. Apparently, he started 
off with a proper analysis, but the successive changes 
in rates, and especially in allowing unlimited riding 
for $1 a month, indicate that the company did not 
understand or follow the economic principle involved 
in the weekly pass. This principle is that the pur- 
chaser of a pass must pay a price equivalent to at 
least two standard or ticket fares a day, so that his 
reduction in rate is obtained only through the addition 
of non-rush rides that generally are available without 
an increase in the amount of service. 

Probably the writer of the paper has gone to a realm 
where each inhabitant is supplied free of charge with 
self-contained, high-speed transportation, so he would 
consider futile any argument on his conclusion that 
traffic stimulators should be regarded only as temporary 
expedients. This is true enough of special excursion 
rates, and the like, but it is not true of plans like short- 
haul fares, off-peak rates, the monthly card and the 
weekly pass. There is ample experience to show that 
if such stimulators are removed, riding and revenue 
fall down to the old levels with striking swiftness. 
Therefore, the motto should be, in the words of Davy 
Crockett, “Be sure you’re right, then go ahead,” and 
make your patrons feel that you will stay put so long 
as no radical changes occur in costs. 
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A Deeade of the N. & W. Electrification 


Operating Experience Has Led to Minor Changes in Original Designs—Electrified 
Mileage Has Been Doubled Since the First Project Was Completed— 
Some of the Methods of the Transportation and Other 
Operating Departments Are Described 


Three of These Mallets Could Not Do 


& Western Railway made its decision ten years 

ago to electrify the section over the divide in 
the Blue Ridge Mountains between Virginia and the 
southern part of West Virginia, about 360 miles from 
the Atlantic Ocean. Originally the plan was to electrify 
the line from Bluefield to Eckman Yards, but before 
the work actually was done an extension a few miles 
farther to Kimball was authorized. The route distance 
from Bluefield to Kimball is 273 miles, or 13 miles 
longer by way of a detour between Cooper and Blue- 
stone Junction. 

The total single-track mileage involved in the first 
electric installation was approximately 108, the road 
being double-tracked except for a section of slightly 
more than 3,000 ft. through the Coaldale tunnel, and 
for the detour between Bluestone Junction and Cooper. 
There also are numerous yards and sidings in the 
electrification. 


Me changes have taken place since the Norfolk 


SUCCESS OF ELECTRIC OPERATION ATTESTED BY 
CONSISTENT EXTENSION PROGRAM 


Hardly was the original installation completed when 
the process of expansion began, and it is now proceed- 
ing rapidly. In 1915 and 1916 the 5 miles of route 
between Bluestone Junction and Clift Yard were elec- 
trified, as well as a mile between Bluestone Junction and 
Pocahontas. a ix 

Just prior to the war an extension of the electrifica- 
tion westward from Kimball was started, including the 
main line to Farm and a single-track branch from Welch 
to Wilcoe Yard. Unfortunately this project, which com- 
prised 51 miles of single track, was interrupted by the 
war, but since the armistice the work has been pushed 
to completion. 

Even before the Wilcoe-Farm extension was finished, 
the directors of the company voted to continue the 
electrical installation westward to Iaeger. The Farm- 
Iaeger project, now being constructed under the direc- 
tion of Gibbs & Hill, New York, involves a route 


What Two Electrics Do on the N. & W. 


mileage of 22, and a total of 50 equivalent single-track 
miles. With the extension just completed the mileage 
of the original installation will be nearly doubled. 


FEATURES OF THE OVERHEAD CONSTRUCTION 


In general the overhead construction in the new work 
will follow the lines adopted earlier, but a few changes 
have been made in details. Instead of tubular poles, 
columns of H-section will be used. These will be of 
four sizes, 12\ in. x 12 1ns,10-im. x 1Ojin., 8 in. x 8 in., 
or 6 x 6 in., as conditions may require. The columns 
will be supported on steel base plates bolted to concrete 
foundations. 

The cross-members will be of H-section as in the 
original installation. On the Wilcoe-Farm extension 
the cross-members were made up of two angles riveted 
together to form a T, with spacers between the vertical 
sides. This was done because it was impracticable to 
obtain H-section steel during the war, although the 
latter is preferable as it is more substantial and is 
easier to keep painted. 

The guys will be of strand in place of the rods used 
earlier. Each will terminate at the ground end in a 
threaded rod to which it will be connected by a turn- 
buckle. The sockets to which the strand will be attached 
directly will have extra large baskets. Tests have shown 
that the strand will break before it will pull out of a 
socket. 

The guy anchor or “dead man” to which the threaded 
rod will be attached will be of concrete, and a sleeve of 
iron pipe will be slipped over the lower part of the 
strand to protect it and the rod. It is planned to 
pre-cast the guy anchors at a central point and haul 
them to the job, whereas in the earlier work they were 
cast in the field. 

Suspension insulators will be used for supporting the 
messenger wire wherever possible, even in the tunnels. 
In the tunnels, however, it will be necessary to employ 
pin-type insulators on the insides of the curves. The 
hangers will be made extra long to allow of shortening 
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The Several Steps in the N, & W. Electrification from Bluefield to Iaeger Are 


to maintain vertical clearance, as mentioned elsewhere 
in this article. 

Practically all the fittings used in the tunnels will 
be of bronze to prevent corrosion. This will extend to 
the messenger, which will be of extra high strength 
bronze. 


SoME CHANGES IN OVERHEAD FOUND DESIRABLE 


It was expected at the start that changes would have 
to be made in the construction, as the Norfolk & Western 
was a pioneer electrification. For example, soon after 
operation was commenced it was found that the No. 00 
hard-drawn copper auxiliary messenger wire which sup- 
ports the contact line, and the contact wire itself, which 
was of No. 000 bronze, were overheated on the heavy 
grades. To remedy this a second auxiliary messenger, 
similar to the first, was added at certain points. 

An interesting modification in the overhead construc- 
tion has been made necessary by the steady rise in the 
track elevation, which has averaged about 1 in. per year. 
This rise is caused by the inclusion with the ballast of 
a large amount of coal dust dropped from the cars. It 
has been found difficult and expensive to separate this 
by forking or other ordinary maintenance method, the 
more economical way being to reballast the track to a 
slightly higher level. The result after ten years is 
that provision has had to be made for raising the con- 
tact wire from time to time in order to preserve the 
necessary clearance. 

While in the most recent construction this condition 
will be provided for by shortening the hangers from 
time to time, this is generally impossible in the earlier 
sections of the electrification. In a recent case the 
procedure was adopted of lengthening the poles. This 
was effected by first cutting off the tubular poles at the 
ground line with an acetylene torch, which was. neces- 
sary because the poles were firmly grouted in holes 
molded in the foundations, so that they could not be 
removed without breaking up the concrete with pos- 
sible damage to the poles. After the cutting off of a 
pole it was reset in a casting consisting of a baseplate 
with a cylindrical sleeve, with an inside diameter con- 
siderably larger than the pole. A cement grout was 
tamped between the pole and the sleeve. The baseplate 


was attached to the concrete foundation with two anchor 
bolts, which were made long enough to permit the base- 
plate to be raised 8 in. or more-on shims. The extended 
ends of the anchor bolts were covered with caps of pipe 
held down by extra nuts. 

One of the largest reconstruction jobs which has 
fallen to the electric traction department, and which is 
now being completed, was due to the relocation of the 
main line on Ruth Hill between Bluestone Junction and 
the east portal of the Coaldale tunnel. The original 
installation at this point was single track, and since it 
was planned for a double tracking later the extra con- 
tact system easily could have been installed. It was 
decided, however, to relocate a portion of the track at 
the time the second track was installed, so as to improve 
the alignment, reducing the maximum curvature from 
10 deg. to about 5 deg. This involved the relocation 
of the catenary structure for a distance of more than 
2 miles. New foundations had to be installed, involving 
cutting off the poles and replacing them in base castings 
of the type used for raising the overhead. In some 
cases the cross-structure had to be lengthened. Signal 
locations had to be changed, and in some places new 
structural anchor bridges had to be erected. 


LINE MAINTENANCE METHODS 


Line maintenance work is done by two groups of 
linemen, one having headquarters at North Fork, the 
other at Bluestone Junction. Their principal duties are 
to repair damage, paint the structures and test insula- 
tors. The chief sources of trouble are wrecked pan- 
tographs and insulator flashovers. A general line fore- 
man has supervision over all line maintenance, with a. 
foreman in charge of each repair gang. One man has. 
the duty of patrolling the line constantly, for which pur-- 
pose he rides the trains. 

In line maintenance work a gasoline motor car is 
used, which has sufficient power to pull a trailer carry- 
ing materials. Line repair work can be handled from 
this car also; in fact, it takes care of most of the work, 
so that the work train is not called out more than once 
a year. 

Work is done on a “hot” line only in the spans. For 
this purpose ladders impregnated with paraffin are 


~~ 
. 


August 11, 1923 


ELECTRIC RAILWAY JOURNAL 


205 


Duhring 
Ny LEGEND 


Goodwill 
° 


—— Original installation 
w--= 1915-1916 Extension 


i Ry —— 1918-1923 Extension 
ae £ oe 1973-1924 Extension 

TES x 2 @ Power station 
S (6 Freeman QO Transformer station 


‘ Figures denote miles from 
orfolk 


o 


¢ 
’ 
Oe Ls Pocahontas 


VA. 


Indicated. on This Map 


employed, being in 12-ft. sections. If it is necessary 
to do work at the insulators the power is shut off. Few 
accidents happen in line work. 

There is little wear on the contact wire, as it is of 
bronze alloy, and the pantographs are well greased. 

Each insulator is tested with a “megger” every year 
or two. At present not more than 2 per cent of the 
insulators require to be replaced each year. 

Wood strain insulators are used for pull-offs and 
between tracks. Formerly they gave some trouble from 
flashovers, but this has been stopped by reinsulation. 
The original varnish which came on the insulator is 
scraped off, after which the insulator is heated in a 
baking oven to dry it out. It then is painted with a 
dipping varnish and baked. It is revarnished and 
baked again, after which it is ready for service. About 
once a year thereafter it is given a coat of air-drying 
varnish. 

There are now six step-down transformer stations for 
supplying the single-phase trolley. These are located at 


Essentials of the Farm-Iaeger Section Overhead Construction 
on Tangent Track Allows for Raising the Contact Line 


Bluestone Junction, Graham, Maybuery, North Fork, 
Kimball and Welch. Each of these is near a passenger 
station. The station agent gives general supervision 
to the operation, which is very simple. If a circuit 
breaker goes out, it rings an alarm bell in the near-by 
station. The agent steps over to the transformer house, 
looks at the switchboard to see what has happened, and 
telephones the power director, who gives him instruc- 
tions. 

All the transformer stations are under the general 
care of one electrician, with a helper. They visit the 
substations regularly every day or two. 

A possible cause of trouble that must be watched 
carefully is the failure of the supply of cooling water 
for the transformers. To protect against possible 
difficulty a simple device is used to warn the station 
agent by ringing an alarm bell in case of a failure of 
the supply. A light brass contact lever is pivoted near 
its middle on a bracket attached to one side of an 
enlargement of the vertical supply pipe. One arm of 
the lever passes through a window in the enlarged pipe 
and reaches into the path of the water current. The 
other end completes an electric circuit unless it is held 
out of contact by the force of the water impinging on 
the opposite end, the arm being pivoted off the center 
so that it is slightly out of balance. 

The transmission line for the extension has been 
designed for an ultimate voltage of 88,000, although 
for the present 44,000 volts will be retained. Later it 
will be stepped up from 44,000 to 88,000 volts at 
Welch, 20 miles west of the power house. 

The new line will be insulated with four-section sus- 
pension insulators. Several tunnels are included in the 
route, and the. transmission line will be carried over 
the mountains at the tunnels on a double pole line com- 
prising H-columns set in concrete. 


EXTENSION WILL LOAD THE POWER PLANT FULLY 


Operation of the extension to Iaeger will place a full 
load on the power plant at Bluestone Junction, where 
the limiting feature is the supply of condensing water. 
It also will load to capacity the transmission lines to 
Welch, which were designed originally with a view to 
the present .extension. The boiler equipment, however, 


On the Curves, Which Are Numerous, Special Construction 
of the Overhead Is Necessary 
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had to be increased by the addition of two boilers which 
were provided for when the original twelve boilers were 
installed. These will be of the Stirling type, similar 
to those already in operation, with about 6,800 sq.ft. 
of heating surface each. The total installation will 
then be fourteen boilers, with a rating of something 
more than 8,000 boiler horsepower. 

A question naturally arising in connection with the 
power plant capacity is the extent to which the electric 
locomotives return power during regeneration. Expe- 
rience has shown that while considerable power is 
regenerated by trains descending the grades, it is all 
consumed on the line by other trains, so that while the 
power plant is relieved of load to that: extent, power 
seldom is returned to the station to be absorbed in the 
water rheostat provided to guard against such an 
emergency. 


LOCOMOTIVE FRAMES HAVE BEEN STRENGTHENED 


The locomotive underframes originally were not de- 
signed for the tremendous stresses imposed on them 
in the starting of the heavy tonnage trains that are 
now hauled, in order to secure maximum capacity from 
the track. The twelve original locomotives not only 
handled all of the road work, but did the switching as 
well. The largest overhauling job which has been dorie 
has been to rebuild the locomotives with heavier side 
frames. This was accomplished without interfering 
with service, although it was carried out during a period 
of very heavy traffic demands. Today the locomotives 
are in practically perfect condition. 

The lessons learned from experience with the first 
locomotives have been incorporated in the designs of 
the four ordered recently. These double-unit engines 
are now under construction by the Westinghouse and 
American Locomotive Companies. They will be one- 
third larger in capacity than the present machines. 
Their principal duty will probably be in pusher service 
on the long grade, which has its summit at the Coaldale 
Tunnel. These machines are due for delivery about 
Jan. 1, 1924, by which time the extension of the elec- 
trified section will be completed. These locomotives 
were discussed in this paper for Dec. 30, 1922, page 
1012, 

At present the full load on the 2 per cent grade 
eastbound, for a train with a leading engine and a 
pusher is 3,250 tons, while on the lighter grades 1,500 
tons more can be hauled. One locomotive holds 3,250 
tons easily on the 24 per cent downgrade eastward 
from the tunnel by means of regeneration. Two of the 
new machines will take a train of more than 4,000 
tons up the 2 per cent grade, and one will hold the 
same train by regeneration in the descent of the 2} 
per cent grade. 


ELECTRIC OPERATION HAS CuT DOWN CONGESTION 


From the standpoint of the men operating the electric 
zone, the outstanding feature of the electrification has 
been the reduction of congestion, particularly at the 
Coaldale tunnel. In the days of the steam engine 
trains would pile up on each side of the tunnel waiting 
to get through; now there is never any congestion. 
Formerly, on the long, steep grade leading eastward 
up to the tunnel, it was not possible for three Mallet 
engines to make more than 7 m.p.h. with a full tonnage 
train of 38,250 tons, whereas the electrics easily make 
14 m.p.h. with one leading and one pushing locomotive. 

Formerly “turning engines” was a time-consuming 
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process, as it required from ten to twelve hours to 
recondition a Mallet for service after a run of from ten 
to twelve hours on the road. Not only was there much 
to be done in the way of cleaning fires, etc., but en- 
gines had to wait their turn for attention. With the 
electric engines, twenty-four hours or more of continu- 
ous service can be secured, while they can be “turned” 
in forty-five minutes. 

Naturally, with these conditions, together with the 
general improvement in the electric zone due to the 
small number of clean, easily-controlled and reliable 
electric engines, the operating men are enthusiastic 
about electrification as they see it. 

The electric crews form an independent section in 
the operating department, there being at present six- 
teen to eighteen crews to “protect” the eight or nine 
locomotives required to handle the traffic at this sea- 
son. This year the movement of coal is largely west- 
bound, due to the higher prices obtainable in the West. 
More men are needed when freight movement eastbound 
(up the grade) is the heavier. ‘ 

The electric runs are selected by the crews in order 
of seniority. These runs are preferred to all steam 
runs except those in passenger service. The latter 
are in demand on account of.the regularity of hours 
and general working conditions, so that men can de- 
pend on being at home at definite times. All freight 
trains, except time freights, are made up as business 
warrants, and electric crews are called out in rotation 
on eight hours notice. 

When a run becomes vacant it is posted for five days, 
and the applicants ranking highest in seniority are 
assigned to it. The runs of the successful applicants 
are then posted for five days, and so on. 


MEN QUALIFIED FOR STEAM OR ELECTRIC OPERATION 


The men placed in charge of electric engines are 
qualified both for steam and electric operation. A 
supply of experienced men is assured, since the elec- 
tric runs are in demand and those who apply for them 
are high on the seniority list. The steam men soon 
qualify for the electric runs, about a week being re- 
quired for an engineer and less for a helper. 

Instruction in electric engine operation is given by 
an assistant road foreman of engines, who is an elec- 
trically trained man familiar with every detail of the 
equipment. He first explains in the shop the different 
parts of the equipment and their functions and espe- 
cially stresses the procedure in case of accident. He 
then goes into the handling of trains in regular service 
and gives practice in starting up an engine and shut- 
ting it down. 

An examination is given at the office, such questions 
as the following being asked: 

In case of wrecked pantographs, how do you protect 
yourself? 

What holds a pantograph up and pulls it down? 

How much of the circuit has 11,000 volts on it—that is, 
the main engine circuit, and what apparatus? 

How many different circuits are there on this engine 
(high tension, low tension and control) ? 

What are the five duties of the phase converter? 

What is the use of the rheostat? 

How do you start up a “dead” engine—that is, one with 
no air? 

After the men have satisfactorily passed the exami- 
nation they are certified for electric operation. In the 
assignment of runs new engine men are paired with 
experienced helpers, so that they will not be bothered 
with details which the helper should be able to handle. 
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The Earlier Substations Were Largely Inclosed, the New Ones Are of the Outdoor Type 


Once each week (Monday morning at present) the 
instructor holds a meeting of all who desire to attend, 
at which he ‘reviews the subject of electric operation, 
answers questions, etc. Steam engine helpers attend 
this class at their option, if they desire to prepare for 
electric runs without interference with their regular 
work. They thus facilitate the taking on of electric 
runs when they become eligible for them. 

In connection with the initiation of new men in the 
electric service, carefully worked out sets of instruc- 
tions are used. The following partial quotation shows 
the general character of these: 
with constant-speed electric 


Handling single trains 


engine. 

Speed changes. Accelerate first to 14 m.p.h.—change 
over to 28 m.p.h. by changing two trucks at a time in order 
to keep slack stretched. 

Change from motoring to regenerating. Selecting a time 
when the train is balanced over the summit in order to 
maintain constant speed while the change is being made 
and prevent rough slack action, shut off, throw the bal- 
ancing lever from motoring to renegerating postion, ete. 


The Work Train is Called into Action Occasionally but Most of the Maintenance Work is Done Without It. 


An important operating rule, to which special attention 
is given in the instruction, relates to what is to be done 
if power fails. Under these conditions the rule pro- 
vides that the train is to be stopped and hand brakes 
set. This is done so that there may be no possibility of 
damage due to air failure. 


POWER DEMAND AN IMPORTANT CONSIDERATION 


Another important thing taught to the new electric 
operators is the importance of keeping the power plant 
informed of unexpectedly large demand for power. In 
order properly to co-ordinate the operation of trains 
and the supply of power, close communication is main- 
tained between the train crews and the power house 
switchboard operator. The latter has before him a 
train sheet made up from reports furnished by tele- 
graph operators along the line. He thus knows at 
least approximately the probable demand for power. 
He also has telephone communication with each east- 
bound signal, so that in case a train is liable to make 
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an unexpected demand for power, the train conductor, 
engineer or fireman can call in and report the cir- 
cumstances. 


N. & W. ELECTRIFICATION WAS CARRIED OUT AT 
A FORTUNATE TIME 


In conclusion, a few words regarding the general 
features of the N. & W. electrification may be of 
interest. 

The electrified zone is part of the Pocahontas divi- 
sion, which covers the Bluefield-Williamson district in 
Virginia and West Virginia, as well as the Bluefield- 
Norton through the Clinch Valley in Virginia. The 
principal function of the electrified section is to gather 
the loaded coal cars from the sidings and yards along 
the line, where it is delivered from the mines in the 
famous Pocahontas coal region, haul them up the long 
2 per cent grade and through the Coaldale tunnel, 
ultimately delivering them at the classification yard in 
Bluefield. Electric engines also assist in the movement 
of time freight and passenger trains through the elec- 
trified section, but their principal duties are the han- 
dling of loaded and empty coal trains. 

Certain passenger trains eastbound receive assistance 
from electric pushers through the electric zone, but 
they need none when westbound. An incidental advan- 
tage of electric operation is that these passenger trains 
save twenty minutes over their former schedule time 
for the 11 miles between North Fork and Bluestone 
Junction, At first it was possible to make up lost time 
at this point, but the saving is now incorporated in the 
time-table, which allows thirty-seven minutes for coy- 
ering this distance. Two steam locomotives and one 
electric are attached to the train, which makes a free 
running speed of 28 m.p.h. . 

The original installation was fully described in the 
issue of this paper for June 5, 1915, page 45, and in 
numerous shorter articles. It comprised a 27,000-kw. 
power station at Bluestone Junction, twelve “split- 
phase” (single-phase three-phase) electric locomotives, 
with a rated capacity of 3,000 hp. each on a one-hour 
rating, and five transformer stations in which the volt- 
age is stepped down from 44,000 to 11,000 for use on 
the contact wire. Shortly after operation started an 
additional 9,000-kw. generating unit was installed in 
the power station. 


THE RESULTS HAVE FULLY MEASURED UP TO 
EXPECTATIONS 


The primary purpose of the electrification was in- 
crease in track capacity and the result was satisfactory 
from the start. A dozen electric locomotives replaced 
thirty-four or more of the then most perfect Mallets. 
It was found to be possible to handle twenty coal trains 
eastbound daily, as well as assist six time freight and 
passenger trains up the grade, the total eastbound 
tonnage being 65,000 daily. In 1917 the electrical en- 
gineer of the railway stated that during the preceding 
year nine electric locomotives had handled a fifth more 
freight than forty-three steam engines had done in 
1914, the normal number in service being respectively 
seven and twenty-four. The cost per million tractive- 
miles was reported to be 12% per cent less with elec- 
tricity than with steam. 

Fortunately the electrification was in full operation 
before the breaking out of the war, and it was an 
important factor in delivering large quantities of coal 
for use on naval and merchant ships. 
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Safety Week ih Louisville 


The Safety Council Conducted a Successful Cam- 
paign—All the Local Industries Were Enlisted 
and Contributed Freely of Time and Money 


By NEIL W. FUNK 
Safety Director, Louisville Railway Company 

OR the past two and a half years our company 

has had in Louisville a safety council in its own 
organization that we believe has done and is doing some 
most useful work in the prevention of suffering, loss of 
life, and loss of much needed money. Regardless of 
how well we train our men, and regardless of how care- 
ful they are, there are still at least 60 per cent of the 
accidents that we cannot prevent unless the citizenship 
in the community is also trained to safety. We there- 
fore welcomed “Safety Week” in Louisville as a fine 
opportunity to “sell” our citizens the ideals toward 
which we had been striving so hard and with consider- 
able, yet not complete, success. 

The Louisville Safety Council, of which Lee Miles, 
president of the Louisville Cab & Transfer Company 


Monument Erected by Employees of Louisville & Nashville 
Railroad and Dedicated by Twenty-five 
School Children 


is president, decided on a safety week for our city 
beginning’ June 3 and concluding June 9, 1923. George 
H. McClain, managing chairman, was able to interest 
practically all of our industries, including our railroad 
companies, in the movement. 

The program opened on Sunday, and the ministers 
agreed to preach from their pulpits on the subject of 
safety. We therefore truthfully .can say that safety 
week was opened with prayer. 

On Monday there was dedicated a monument con- 
structed by employees of the Louisville & Nashville 
Railroad to the twenty-five little children between the 
ages of one and fifteen who had been killed by automo- 
biles in Louisville during 1922. 

During the week the safety council maintained a 
bureau to furnish speakers to all industrial plants that 
requested safety talks. More than 100 large industrial 
plants had noon-day meetings, and the most prominent 
speakers of our city considered it a privilege to make 
safety talks to workmen. In this way the council was 
able to arouse much public sentiment for the safety 
movement. The speakers had been instructed to dwell 
especially on educating the child in safety ideals, and 
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The Prize-Winning Float in the Safety Parade 


plant problems as to accident prevention also were 
emphasized. . 

On Friday of safety week perhaps the most beautiful 
parade that ever passed through the streets of Louis- 
ville was organized and held. L. J. Hannah, manager 
of the Dodge automobile agency, was chairman of the 
committee in charge. This parade was 2 miles long and 
consumed about an hour to pass. Numerous floats that 
represented the various industries of the city testified 
eloquently as to what the business men thought about 
the safety movement. Some of the features of the 
parade were novel. For instance, in the past year 
ninety-five people had been killed in accidents. This 
was gravely represented by having ninety-five boys 
dressed as skeletons to march with measured tread, 
leading the parade. 

A prize offered for the civic organization presenting 
the finest representation in the parade was won by the 
Kiwanis Club, which had four impressive floats in line. 
The prize offered for the business house that had the 
finest float was won by the Louisville Cab & Transfer 
Company. The float is shown in an accompanying 
illustration. There were altogether sixty-five such floats 
in line. The United States government sent a band 
from Camp Knox, a regular army training camp. In 
all, more than 2,000 people took part in this parade. 
We were convinced that on this day Louisville had been 
sold on safety and accident prevention work. 

Safety week was concluded on Saturday night by a 
public mass meeting, at which the main speaker was 
Jeff D. Keen, a railroad conductor of some forty years 
service. The title of his speech was “The Value of 
Safety.” Our own company’s Inspectors’ Quartet fur- 
nished the music for this meeting. 

Just previous to safety week a general meeting of 
seventy-five business men was held in the offices of the 
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Louisville Railway, where Mr. McClain explained what 
he wanted the industries of Louisville to do. It was 
also agreed at this meeting to use as a general slogan 
the phrase “Don’t Get Hurt.” During the week this 
phrase was broadcasted from every truck, street car, 
and vacant billboard in our city. It also was painted 
on the sidewalks. This company has twenty electrically- 
lighted signboards, 8x10 ft. in size, which we use con- 
stantly to display safety ideals. We put these signs at 
the safety council’s service, and at their request we ran 
the slogan mentioned above. We also had this “Don’t 
Get Hurt” sign placed in more than 400 street cars, 
and in the motorman’s vestibules. We ran a large truck 
bearing the slogan through the streets the entire week. 

The four local newspapers, the Post, the Courer- 
Journal, the Times and the Herald, all gave their hearty 
support, and all those connected with the actual work 
felt that they owed a 
debt of gratitude to 
them. 

Briefly, a word of 
our own company 
activities during 
safety week. We held 
twenty-two safety 
meetings, with an 
average of about 
fifty men to a meet- 
ing. We all fe’~ 
that small group 
meetings on a prop- 
erty where a man 
actually works were 
more congenial than 
if we made him dress 
up and come down 
town to some hall. 
The meetings were 
attended splendidly 
and the speakers’ 
remarks received 
attention. 

These meetings were addressed by our director of 
safety and superintendent of transportation. We dona- 
ted the services of these two men to the safety council 
during this week. They made sixteen speeches in large 
industrial plants and on steam railroad properties. 

C. W. Price, vice-president of the Elliott Service Com- 
pany, was with us the entire week. He was the director 
general of the whole affair. It will be a long time before 
Louisville forgets the personality and splendid energy 
of this man. 

We think we obtained great results from safety week. 
There was not a single fatality and but one serious 
accident, while there were three accidental deaths and 
twelve serious injuries the preceding week. Since then 
we have had very few serious accidents in the city. 
As far as results in our own organization are con- 
cerned, we believe it accomplished much. The Sunday 
following safety week we ran from 300 to 500 cars for 
twenty-four hours through our streets without a single 
accident, something we had not done in recent years. 
We, in Louisville, have also discovered and believe that 
with co-operative activity and enthusiasm from our 
business men and industrial organizations, safety ideals 
can be sold to the citizenship of a community as easily 
as merchandise. 


Safety Week, June 3:9 
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This Slogan Was Displayed in Various 
Forms All Over the City 
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And Now, One-Man Freight Cars 


Kentucky Traction & Terminal Company Applies Same 
Principles in Package Freight Service as Have 
Proved Successful in Passenger Business 


OLLOWING the substitution, early last year, of 

light interurban passenger cars for others three 
times as heavy, the Kentucky Traction & Terminal Com- 
pany has put two light freight cars in service, with 
one-man operation. These cars weigh 31,000 lb. each, 
are 40 ft. in length and are equipped with four 25-hp. 
motors, like the passenger cars. They were built by the 
Cincinnati Car Company. The management feels that 
their operation has been highly successful. 

The general design of the cars is shown in the accom- 
panying plan and elevation, together with the important 
dimensions. Each car is equipped for double-end opera- 
tion, a compartment for the motorman being parti- 
tioned off at either end. An electric cab heater in 
each compartment is provided. The center end windows 
and the motorman’s windows are equipped with drop 
sash, the wing sash being stationary. 

As shown in the accompanying map, four interurban 
lines radiate from Lexington to Frankfort (the state 
capital) and Versailles, Georgetown, Paris and Nicholas- 
ville. In each city there is a combined passenger and 
freight terminal. In each is an agent, paid by the 
month, who is normally on duty from 7 a.m. to 6 p.m., 
except at Lexington where he comes on at 6 a.m. 
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This Covered Inclined Freight Platform Is in the Rear of the 
Station at Georgetown 


Plan and Elevation of the Light-Weight Package-Freight Car 


Accompanying illustrations show. the rear oi a build- 
ing, on a prominent street in Georgetown, which is being 
remodeled for use as a passenger and freight station. 
Here the track swings off the street onto a trestle at 
one side of the property, where an inclined platform 
leads from the car floor level to the freight shed. 

The schedule of operation for a day is this: Two 
cars leave Lexington early in the morning, respectively 
for Versailles and Frankfort (28 miles) and Paris 
(18 miles). After delivering their loads they take on 
freight for Lexington, and, returning, they load up at 
Lexington, one for Georgetown (12 miles), the other 
for Nicholasville (12 miles) and again return to Lex- 
ington. Each car thus makes either 60 or 80 miles in 
one day. 

The freight cars are operated by one man unless 
way deliveries must be made, in which case another 
man is added. The company does not deliver freight 
locally, but in Frankfort has a delivery contract with a 
local truckman. 


London Tramway and Bus Accident 
Showing Is Creditable 


E. BLAIN, assistant managing director of the 
« London Underground group, recently was the 
principal speaker at a meeting of the London Safety 
First Council, on which occasion he gave statistics re- 
garding the street accident situation in London. He 
said that in the metropolitan area 104 more pecple were 
killed in 1922 than in 1921, the total number of killed 
being 684 and the number of injured 26,322. Of the 
total accidents 6 per cent were caused by motor omni- 
buses and 7 per cent by tramcars, the percentages being 
the same for 1922 as for 1921. As there was more than 
6 per cent increase in passengers carried by omnibuses 
and nearly 3 per cent in those carried by the tramways, 
this showing was considered creditable. 

For 1922 trade motor vehicles caused 21 per cent of 
the total accidents, motor and pedal cycles caused 21 
per cent and private motor cars caused 24 per cent, a 
total of 66 per cent, or two-thirds, for these causes. 
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Construction and Operation in Cuba—Il 


An Absorbing Account of the Means Followed in Adjusting 
Electric Car Equipment to Unusual Conditions—The Results 
Obtained Justified the Electrification 


By L. Geenens 


Chief Electrical Engineer Hershey-Cuban Railway 


N THE July 28 issue of ‘this paper the author 

described why the Hershey-Cuban Railway was 

built by the Hershey Chocolate Corporation, the 
power generation and transmission system used and 
how the special electrical conditions brought about by 
the tropical climate were met. In this concluding 
instalment an account will be given of the rolling stock 
used, the shops in which the cars and locomotives are 
maintained and some facts about transportation con- 
ditions on the line. 


Each car has its own pantograph and carries in addi- 
tion a trolley pole at each end for use on direct sus- 
pension overhead should it be needed to run the cars 
over tracks so equipped. 

No power bus was provided for train operation. Only 
a 9-conductor 32-volt control cable runs through the 
train, together with the air-brake lines. It was soon 
felt that the existence of a power bus would have a 
marked advantage. Single car train are seldom run 


on the main-line service, there being always from two 


cr 


The Cut Sugar Cane Is Hauled to the Nearest Electric Railway Loading Station in Ox Carts 


The line started electrical operation with fifteen mo- 
tor cars, of which ten are straight passenger, three 
combination passenger and baggage, and two straight 
baggage. There is one tower car for line work. The 
specifications for the passenger and tower cars follow: 


PASSENGER CARS 
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- Aluminum cell. 


Lightning arresters 
Length of seats 
Width of aisle 


TowrER CAR 
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to seven or eight cars in a train. This means that 
with all pantographs up, the wear of contact strips and 
trolley wires is three times what it would be with one 
pantograph up for every three cars. Any obstructions 
in the way of the first pantograph will wreck not only 
this pantograph but usually all the pantographs of the 
train and thus cripple the train entirely. With only 
half or two-thirds of the pantographs up, there would 
be enough spares to continue the trip, and through the 
power bus the train would have full power in all the 
cars the same as before. If any pantograph of a train 
develops a defect during the trip, it can be lowered and 
another one raised without changing the driving power 
of the trains. 

As 1,200-volt jumper cables are not desirable, a sys- 
tem was developed using the trolley poles already in- 
stalled on the cars. The method is shown on page 213 
and consists in the use of a 2-in. steel rod carried on 
a “boom” at each end of each car and extending out 
far enough to rest on the trolley wheel of the next car. 
Proper electrical connections are made on the roofs of 
the cars. This forms a connection of large capacity 
as it consists of two trolley wheels and poles in parallel. 
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One of the Electric Locomotives Leaving a Loading Station with Ten Cars Loaded with Sugar Cane 


It is very flexible as the wheels rolling on the rods take 
up all the motion between cars. If the cars are un- 
coupled the parts will clear each other automatically. 
All high-voltage parts are out of reach of the public 
and are entirely safe for the train crews as they handle 
only the trolley ropes. The device takes the curves 
without any trouble and has been working to our entire 
satisfaction, 

The cars in general have been giving good service 
and are well adapted to the requirements of the 
line. The only field for improvement in the design is 
the ventilation. In a tropical climate an effort to pro- 
vide all ventilation by means of louvers or hinged sash 
in the monitor roofs is not a success. Aside from their 
high maintenance, due to the warping of the frames 
from dampness, they have ‘to be closed at each rain. 
These rains occur with a suddenness and force unknown 
in Northern climates and it is usually impossible for the 
train crews to close so many hinged monitor sashes 
before the passengers are drenched. With all doors and 
windows closed and a normal temperature of from 85 to 
95 deg. F. the condition inside the cars soon becomes 
unbearable. Powerful roof ventilators, thoroughly 
rainproof, would be a decided improvement. 

During the winter months there are cold winds and 
heavy mists, which make the passengers close the win- 
dows, and the situation encountered during the rainy 
season is repeated. With the side windows closed it is 
too hot and with these windows open and the car run- 

. ning at high speed there is a violent draft all through it. 
A possible solution would be to make the lower car sash 
stationary and the top part slide up. 


LOCOMOTIVES AND MACHINE SHOP 


There are seven electric locomotives of 60 tons each, 
with the following characteristics: 


Manufacturer, tists: sues odee lei earners General Electric Company 
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The shop where the rolling stock of the railroad is 
maintained is in Central Hershey, alongside a well- 
equipped machine shop of 225 ft. x 38 ft. The latter 
shop is not a part of the car shop in that it has an 
independent force and carries out all the machine work 
needed for the car shop, sugar mill, power plant, agricul- 
tural department, etc. The car repair department sends 


its work to this shop through a system of work orders 
in the same way as other departments do. Hardly 40 
per cent of the machine shop work comes from the 
car department, most of the remainder being repairs 
for the two sugar mills of the company. All machine 
tools in this shop are electrically driven with individual 
440-volt three-phase induction motors. Two air com- 
pressors supply air for the car.shop, machine shop, 
sugar mill and power house, a plan which eliminates the 
need of separate compressors for each of these depart- 
ments. ; : 

A small foundry is operated in connection with the 
machine shop. Iron, brass and aluminum castings are 
made to replace broken parts, and enough new work is 
added to operate the foundry efficiently. When it is 
considered that it will take from one to two months to 
secure material on a rush order from the United States, 
it will be realized that a small foundry of this kind 
proves very handy for emergency repairs. It goes hand 
in hand with the acetylene and electric welding. A 
welder trained locally and handling both apparatus is 
working steadily, and at times a second operator is 
added. 

The machine shop also takes care of the welding of 
broken rail bonds. For such repairs, the acetylene 
welding outfit is loaded on a gasoline-driven track auto- 
mobile, and cylinders of compressed acetylene gas and 
oxygen are used. In the shop and around the mill and 
plant an acetylene generator, permanently mounted on 
a small track car, is used. A general repair of the 
bonding is made every year some time before the crop 
is gathered and ahead of the heaviest traffic. ; 

There is no wheel lathe in the machine shop, as this 
work is easily handled on the heavy-duty 6-ft. lathe used 
for grooving the mill rollers. This lathe lies idle dur- 
ing the grinding season and by proper organization of 
the work, all wheel turning can be done during this 
period. This lathe is located in the mill room of the 
sugar mill, where a 20-ton crane is available for han- 
dling the work. When needed later, a wheel lathe will 
be installed, 

The machine shop force also maintains and repairs 
the steam locomotives used on the cane supply tracks 
which are not electrified. 


CAR SHOPS AND SHOP ORGANIZATION 


The car shop itself is ina steel building 200 ft. long 
by 85 ft. wide, adjoining the machine shop already 
mentioned. It contains thirteen tracks, one drop pit 
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for steam locomotives and four inspection pits. The 
car shop force maintains the rolling stock consisting of: 
fifteen passenger motor cars; seven 60-ton electric loco- 
motives; 170 sugar cane cars; sixty box cars; twenty- 
five gondola cars; thirty-one flat cars; six cabooses; one 
locomotive crane; one wrecking crane; miscellaneous 
work-cars. 

A superintendent of equipment is in charge of all 
operations in this shop and reports to the electrical 
engineer. His force is divided in three groups, as 
follows: the electrical group, the mechanical group and 
the car inspectors and cleaners. 

The electrical group, composed of three electrical 
mechanics, maintains everything electrical on coaches 
and locomotives. 

The mechanical group is composed of one foreman 
and from nine to twelve. men, according to the work. 
Each man has a specialty. There are carpenters, 
riveters, boiler makers, air brake men, painters, etc. 
These men do everything which is not electrical, from 
renewing the rattan of seats in the coaches to changing 
bolsters, painting cars, picking up wrecks, etc. The 
rule is that each man must turn in a day’s work, no 
matter what his trade is. It is not strange to see a 
carpenter handle a cold chisel or a painter drive rivets. 
The men are given every opportunity to learn. They 
are rated according to what they are able to do and 
not according to trades. The men like this system and 
the best results are obtained. 

The third group is composed of train inspectors and 
car cleaners. There is a day and a night inspector at 
each terminal. All these men have passed through the 
shop and have practical knowledge of repair work both 
on freight cars and coaches. They take care of the 
interchange of freight cars with neighboring lines. 
These men have a fair knowledge of the electrical 
devices such as the renewal of contact strips on 
pantographs, replacement of fuses, etc. They are not 
relied upon, however, to maintain the coaches or loco- 
motives, their work being more in the nature of a 
mechanical inspection, such as is done on passenger 
coaches on steam lines. 

After a car has been on the road for fifteen days, 
covering some 3,600 miles, it is brought into the shop 
for one day and thoroughly examined. A competent 
man looks for worn or broken parts, loose bolts, clear- 
ances on side bearings, brake adjustment, leaky air 
pipes, etc. The electrical men examine the motors, 


commutators, brushes, control, lightning arresters, etc. 
The car is washed and disinfected; pantographs are 
tested for pressure against contact wire; brakeshoes 
renewed, etc. After this, the car is ready for an- 
other run. 

‘ Once a week, to supplement the inspections at the 
terminals, one of the three electrical mechanics from 
the shop is sent to these terminals to oil the journal 
boxes and renew motor brushes if needed. These are 
the only men authorized to oil journals, renew brushes 
and in general do work on the control devices of the 
cars and locomotives. 

The electric locomotives cover some 2,000 miles before 
being inspected. The only work done during these runs 
is to change the brakeshoes, oil the bearings and adjust 
the brushes. 

There is no night shift of any kind. The practice 
on steam operation of having hostlers and mechanics 
prepare the engines and attend to the departure of the 
locomotives has been entirely eliminated. The engi- 
neers take their cars and locomotives themselves. They 
have the keys of the doors. They raise the pantographs, 
fill the air-brake tanks and go off. A locomotive left 
in perfect working order by the shop force should re- 
main in that condition for any length of time and there- 
fore need no further attention when leaving. 

A blackboard in the shcp shows at all times the loco- 
motives and cars ready for service. Special efforts are 
made to have as much of the equipment as possible in 
working order at the end of each day. All equipment 
which cannot be ready by night is reported to the traffic 
department with an estimate of the time during which 
the equipment will be out. 

A general overhauling of each locomotive is done 
every two years during the non-grinding season when 
fewer locomotives are needed. They are taken out of 
service for one week. Unnecessary dismantling is 
avoided, parts which don’t wear are not taken apart. 
The electrical control and the air-brake parts are left 
in place as all of these can be cleaned, inspected and 
tested while on the locomotives. The attention is con- 
centrated on the driving motors and journals. Motors 
are removed, armatures and field coils are cleaned, 
painted and baked. Control coils are dipped. 

It was found that at least twice a year all iron parts 
of the control of both locomotives and cars should 
be scraped and painted as a protection against 
rusting. Galvanizing does not last. There would be 


At Right—A Three-Car Main-Line Train Operated from One Pantograph. The View at the Left Shows the Power 
Connection Between the Cars 
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a marked reduction in maintenance in the tropics if 
brass, aluminum or copper were used in place of iron 
in the control parts. This refers not only to controls 
for cars or locomotives but also for automatic sub- 
stations. All magnet coils should be so thoroughly 
dipped or coated with weatherproof compounds that 
not the slightest moisture can penetrate. Resistance 


Passengers Leaving the Boat Landing at Casa Blanca to Board 
the Matanzas Train 


tubes for instruments or other purposes with the re- 
sistance wires exposed do not last over two years. 

When a passenger car is brought in for equipment 
overhaul the trucks are changed, and the car goes back 
in service after one day. 

On both the cars and locomotives the oil in the air 
compressors is renewed every 20,000 miles. The crank- 
case is washed with gasoline and new oil introduced. 
This system has been most effective in keeping the bear- 
ings in perfect order. The locomotives have made more 
than 60,000 miles, and no shims have been removed as 
yet from the crank bearings of the compressors. 

The locomotives, cars and automatic substations are 
still operating on the first set of contact tips on all the 
contactors after two years of service. 

In an effort to counteract the rapid rusting of the 
steel cars used for hauling cane, the cars were sand 
blasted and afterwards sprayed with a blast of hot 
Mexican crude fuel oil atomized and heated with steam. 
This material has adhered to the surfaces better than 
any paint. Under the tropical sun it dries thoroughly 
within a couple of months. It is easily lettered with 
white paint. After one year of service, this coat was 
‘as good as new. The cost of material and labor was 
$1.35 per car. 


TRAFFIC AND TRANSPORTATION 


When the electric service on the line was begun the 
steam locomotive engineers who knew the road 
were broken in as operators of electric locomotives. 
They required the practice of only a few days with an 
instructor. It is remarkable how easily this change 
from steam to electric was made. Some engineers will 
still occasionally heat up the resistance grids by run- 
ning on intermediate steps of the controller. In steam 
operation, every stop of the throttle is a running posi- 
tion, and they will forget. this difference. 
were eager to be assigned to electrical equipment. Most 
of the steam equipment was old, and it needed con- 
siderable attention and repairs on the road to keep it 
going. This meant longer hours, much dirt, heat, and 
in general, harder work without seeing results. 

Steam engineers make the best operators for electric 
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locomotives. They are fundamentally mechanics, used 
to harder conditions than are generally encountered in 
electric service, and they know how to handle trains 
on the road, which is far more important than to know 
the details of their locomotive. We take it for granted 
that in most cases they cannot make repairs of 
the electrical equipment on the road. We don’t 
expect them to, and in case of failure spare equip- 
ment is immediately substituted. We consider that 
the electrical equipment must be so perfected and 
foolproof and so well maintained that these failures on 
the road are very exceptional. The methods of mainte- 
nance are established from the experience obtained 
from these failures. This procedure eliminates a con- 
siderable amount of teaching to new motormen while 


it throws more responsibility on the shop force. 


There are six passenger trains each way daily. These 
trains make the trip from Casa Blanca, across the bay 
from Havana, to Matanzas, 56 miles, in two hours and 
fifteen minutes, with six official stops and twenty-five 
flag stations. They run at an average schedule speed 
of 25 m.p.h. These trains are composed of from two 
to four cars and occasionally six and eight to handle 
excursions. 

At Casa Blanca the trains stop in front of the ferry 
landing of the Havana Central Railroad and the sched- 
ules are so arranged that the passengers to and from 
Havana make connection at-this point. Arrangements 
between the two companies permit tickets to be sold 
and baggage checked at the Havana landing for any 
destination along the line. Passengers for Havana are 
provided with tickets in two parts, one of which is kept 
by the conductor on the train and the other is collected 
at the ferry. The railroad company transfers the 
baggage between train and ferry. 

Excursion trips are organized during the winter 
season between Havana and Central Hershey for tourists 
wishing to visit the sugar mill in operation. The trip 
includes the transportation, a conducted visit of the 
mill, lunch at the Hershey Hotel operated by the com- 
pany, and an automobile trip through the surrounding 


Freight Station at Casa Blanca with an Express Car on One Side 


and a Freight Car on the Other. Merchandise Is Received 
at the Front of the Station 


country, particularly the tropical gardens around the 
water pumping station which are being developed into 
an amusement park. 

Central Hershey has become a favorite excursion 
place for clubs and schools from Havana and Matanzas. 
There are baseball grounds, race tracks, tennis court, 
dancing hall. Saddle horses can be hired for trips 
through the surrounding hills. Although no special 
efforts have been made to develop these amusements, it 
quite often occurs that all the cars are required to 
handle these crowds. The average number of passen- 
gers carried per month is 37,000, and the average 
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length of ride per passenger is 16 miles (27 km.). 
_The freight movement over the line consists prin- 
cipally of the transportation of sugar cane from the 
loading stations to the sugar mill. From 1,800 to 2,000 
tons of cane are brought from the fields daily in spe- 
cially constructed railroad cars made to handle this 
bulky material. The 60-ton locomotives are able nor- 
mally to haul eight loaded cane cars over the heaviest 
grade of an average of 2.5 per cent extending for 4 km. 
From four to five cane trains are run daily, and their 
schedule is arranged to suit the most efficient load con- 
dition at the power plant. Branch lines used exclusively 
for hauling cane during the six months of grinding 
season are not electrified because the economy to be 
derived from electrical operation on’ these lines does not 
justify the investment in overhead lines and power 
plant capacity. The cost of material and labor for 
electrifying, according to the standard type of con- 
struction on this road, and including a feeder, is $5,000 
per kilometer, or $8,000 per mile. This figure does not 
include power plant and substation equipment nor trans- 
mission lines. Two steam locomotives are used for these 
branches. They distribute the empty cars and bring 
the loaded cars up to the main line from where they 
are handled with electric locomotives. These branches 
are merely industrial sidings as they are not open for 
public service. 

A through train of coal cars leaves the Havana ter- 
minal daily and is delivered at Matanzas for shipment 
towards the interior of the Island. There is also a 
miseellaneous freight train running from each terminal 
daily. The railroad operates its own express service, 
which is practically the only means by which small 
packages can be delivered in the country. 

The whole line was never operated by steam with the 
traffic as now existing, and therefore there are no 
definite comparative figures on fuel consumption, pay- 
roll, ete. However, some comparisons 
are interesting. The sugar crops of 
1919 and 1920 were gathered with 
steam locomotives, and the fuel oil 
consumption during those crops was 
nearly the same as is now being used 
in the power plant, which supplies 
not only the power for moving the 
crop but also the power for two to 
four freight trains and twelve pas- 
senger trains daily and more than 
400,000 kw.-hr. per month of outside 
load. This is not surprising in view 
of the utter inefficiency of oil-fired 
locomotives in the hands of native 
firemen entirely ignorant of the most 
elementary laws of combustion. Then, 
also, it should be considered that a passenger coach 
which takes 80 kw.-hr. to go from one end of the 
line to the other, thus using 15 gal. of oil, is con- 
suming only as much oil as would be needed on a 
steam locomotive waiting in a siding for half an hour 
cr so. Altogether, counting the oil used for fuel in five 
or six steam locomotives during the time that they are 
not moving, we can easily conceive that this oil, added 


to the oil wasted on these locomotives through bad com-— 


kustion, will be sufficient to move the additional tonnage 
and preduce the extra power mentioned before. 

An immediate result of the electrification was the 
elimination of the pumping stations required by the 
steam locomotives. Ten such stations existed, of which 


ELECTRIC RAILWAY JOURNAL 


215 


six had elevated tanks and permanent operators, while 
the others were steam pumps run from the steam loco- 
motives themselves. Stations with operators cost more 
than $1,000 a year. During the dry season considerable 
trouble was experienced due to lack of water, while some 
of the waters were corrosive. There are now only three 
emergency stations consisting of hose connections from 
city water mains, one at each terminal and one at 
Central Hershey. ; 


Department Heads in Boston 
Inspect Property 


HERE was an innovation in the practice of the 
Boston Elevated Railway on July 27 when the de- 
partment heads took a tour around the property to- 
gether to visit points of particular interest at the 
present time. A day was taken for the trip which 
was made in. one of the company’s buses. The first 
point visited was the South Boston power station, 
where foundations are being laid for a new 35,000-kw. 
turbine, condensing water tunnel, etc. A stop was also 
made at the division headquarters on Park Street, 
where the company has recently installed a passenger 
waiting station and a handball court for the employees. 
The next stop was at the Cedar Grove station of the 
Shawmut Branch Railroad, whose operation is to be 
taken over by the Boston Elevated Railway. Other 
stops were at the Lake Street car yard, the new Alls’ on 
garage, the Bennett Street car yard and carhouse at 
Cambridge, the Harvard Square station of the Cam- 
bridge rapid transit line, the foundations for the new 
repair shop at Everett, the new Salem Street division 
headquarters in Medford and elsewhere. 
A group view of the party, taken in the yards of the 
South Boston Station is presented. Left to right they 
are H. M. Steward, superintendent of maintenance; 


Boston Elevated Railway Officials Visit South Boston Power Station 
While on Tour of Property in Bus 


Edward Mahler, purchasing agent; H. W. Blake, ELEc- 
TRIC RAILWAY JOURNAL; C. W. Mulcahy, assistant gen- 
eral counsel; John Lindall, superintendent rolling stock 
and shops; James Smith, superintendent of transpor- 
tation; Edward Dana, general manager; C. W. Learned, 
superintendent of inspection; H. W. Putney, secretary 
of the transportation department; H. B. Potter, assis- 
tant general manager, and F. S. Freeman, superin- 
tendent of power. 

The opportunity afforded to the heads of the depart- 
ments of discussing on the ground the effect of new 
developments under way or contemplated proved so 
satisfactory that similar trips will probably be taken 
in future, perhaps periodically. 
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Utilizing an Unusual Carhouse 
Site in East Providence 


The United Electric Railways Is Constructing a Large 
Carhouse with Excellent Facilities for Inspection 
and Maintenance 


HE United Electric Railways, Providence, R. I., is 
spending several millions of dollars in improve- 
ments this year. Among the structures under con- 
struction is a carhouse with capacity for ninety-eight 
40-ft. cars, located in East Providence. This is of 
special interest because the directors of the company 
insisted that it be constructed at the absolute minimum 
of expense. Hence, among other items, the square 
tower at the corner, a feature of most of the company’s 
carhouses, was omitted and every detail was studied 
with a view to elimination of any unnecessary cost. 
The building is more than 460 ft. long over all and 
nearly 170 ft. wide at the front. It contains two six- 
track bays separated by a fire wall 


and a two-story row of offices, shops, Galvanized iron 


program, slow-burning mill construction was selected. 
The roof is of 3-in. yellow pine planking covered with 
tar and gravel. This is carried on heavy timbers sup- 
ported on 10-in. x 10-in. yellow-pine columns spaced 20 ft. 
apart along the length of the building and 24 ft., more 
or less, across it. A liberal installation of metal sky- 
lights in the roof insures an ample supply of daylight, 
and a sufficient number of ventilators have been installed 
to provide fresh air. 

For fire protection a sprinkler system is the main 
dependence. It is supplied from a reservoir located 
under the floor of the repair shop. 

In the pit sections the track rails are mounted on 43 
in. round cast-iron columns, with 3-in. shell. The base 
of the column is a 12-in. flat plate with brackets cast 
on the four diagonals. At the upper end the column ter- 
minates in a flat plate 10 in. long and about 6 in. wide. 
In order to insure uniformity in the height of the col- 
umns and squareness at the tops, the tops are given 
a light cut in the machine shop. 


Vitrified tile’® 


. . ° . (ce \ 
etc., on one side as indicated in the ae 


plan and sections reproduced. 

The doors inclosing the portion of 
the structure used for inspection are 
about 100 ft. inside the front end, 
decreasing the amount of building to 
be heated but providing shelter for 
two dozen cars. This part of the 
building has a 4-in. tar concrete 
floor, but no pits. 

Behind this open section in the sec- 
ond bay is a 180-ft. pit section, for 
general inspection work only, and 
behind this is another large tar- 
concrete floor section for car storage. 


Concrete lintel 


Steel angle ~-~) 


Concrete sill-W 


Concrete sill--s 


Boiler 
Room 


Concrete pler 
c4"x24" 


These sections are separated from 

the front open section by doors hunys 

from roof-supporting columns. 
Behind the open sections of the bays 


all tracks are provided with pits. Here 
are facilities for changing wheels 
and armatures, etc. Pit hoists are 
provided in two pits, a wheel grinder 
in another, and a large general repair 
shop, centrally located, is equipped to 
handle all ordinary maintenance work. 

In conformity with the economy 


2 AAA 


Cross-sections of the Carhouse 
Above, through pits; below, through open section 
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The base plates rest on concrete piers 24 in. x 24 in. 
in size and they are embedded in the concrete floor of 
the pits. On the upper plates rests the 8-in., 79-lb. 
rail, to which they are bolted with four heavy cap bolts 
for each column. The rails, in turn, support a rein- 
forced concrete floor in the manner shown in a detail 


reproduced. The rail level is 4 ft. 9 in. to 5 ft. 3 in. 
above the pit floor. 

This form of construction is so rigid that no side 
bracing is necessary. It provides an open area in the 
pits facilitating cleaning and rendering all of the base- 
ment space accessible. 


Merchandising Transportation 


on the Chicago Elevated Railroads 


Posters, Newspaper Advertising and Motion Picture Films 
Present Advantages of “L” Transportation as Well as 
Increase Friendly Feeling and Better Public Relationship 


Done in Beautiful Colors, These Posters Advertise the Chicago “L” 


methods are as applicable in selling transporta- 

tion as they are in selling dry goods or groceries, 
Britton I. Budd, president Chicago Elevated Railroads, 
some time ago created a commercial department having 
this function. Such a step was taken when it became 
imperative to increase riding on these lines, following a 
cut in fares which went deeper than a companion cut in 
wages. The only means in view of caring for the 
apparent deficit was by increased riding. 

Every method known in modern advertising was im- 
mediately begun by John J. Moran, head of the depart- 
ment, following his appointment. The “weekly pass,” 
new to the Chicago public, which was also instituted 
as a fosterer of increased riding, was made the chief 
“selling” argument. “L’’ patrons had to be educated 
in its uses. A campaign of newspaper advertising in 
the big local dailies, as well as foreign language papers, 
was the first step in Mr. Moran’s work. Announce- 
ments of the new form and rates of fare were made 
with ideas and suggestions for the use of the pass as 
adjuncts. This was complemented by handbills, car and 


A meth on the theory that modern merchandising 


station cards and posters in the windows of the cars. 
A direct-by-mail campaign was also begun. When a 
man moves into a territory served by the Elevated 
he is greeted by a friendly letter welcoming him to 
the community and setting forth the excellence of the 
elevated service. This campaign has been found very 
valuable and is being continued on a large scale. 
Probably the most valuable form of advertising ever 
developed by a transportation system, and the cheapest, 
is an outgrowth of the weekly pass, known as “co- 
operative advertising.” It is plain to the regular 
patron on the Elevated that he may obtain additional 
rides for a slight cost in addition to what he formerly 
had to pay for his travels to and from work. To culti- 
vate this off-peak traffic was the initial work of the 
commercial department and the work upon which its 
efforts were centralized. It was found comparatively 
easy to prove to the owners of the large motion picture 
houses, dance halls, theaters and other places of amuse- 
ment in Chicago that the holder of an unlimited ride 
“TL” pass would be a profitable person to appeal to in 
their advertising, because he would have to pay nothing 
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extra for transportation to reach their establishments. have admitted the holder of an “L” pass free during a 
In advertising to reach customers for the weekly stated period. The value of this concession to the 
pass space was utilized in stations and on trains which Elevated management as a good-will builder cannot be 
had formerly gone to waste as far as advertising pur- overestimated. 
poses were concerned, and Mr. Moran was able to A survey of the elevated stations has been made by 
enter into co-operative arrangements for this adver- the commercial department and vantage points for the 
tising with most of the larger and more desirable places station cards chosen. Every turn a patron makes, from 
of amusement, known to be most progressive in their the time he enters the station until he reaches the 
advertising. Some of the examples of this method of train platform, he is greeted by a card or poster. Metal 
advertising and the value of the results follow: frames have been installed in which the cards fit snugly, 


Co-OPERATIVE ADVERTISING WITH THEATERS insuring neatness, ease of placement and uniformity. 


MUSEUMS AND CIRCUSES - THE Posters ARE ARTISTIC 
It had been the custom of the Elevated roads for the Art was formerly far without the scope of an electric 
past eight or nine years to carry a painted wooden railway. It is surprising, therefore, to note the ease 
sign on the “head end” of each train announcing ball with which the Chicago Elevated has adopted it in its 
games at the two big league parks in the city. During advertising. Mr. Budd, acting on the lead of the London 
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These Posters Advertise Special Attractions as Well as the Value of an “L” Pass 


the winter, necessarily, these signs were not used. The Underground, inaugurated a series of beautiful posters 
owners of the largest string of motion picture theaters pointing out to Chicagoans the attractive spots of their 
in Chicago asked for this space, giving in return a city. Under the management of Mr. Moran, who took 
50-ft. motion “trailer” on the end of their feature pic- this work over as part of the commercial department, the 
ture, a concession for which they had repeatedly turned splendid standards set by Mr. Budd have been main- 
down large monetary offers. The “trailer” film read tained. The posters, some of which are presented here- 
simply “It costs you nothing extra for transportation with, carry a minimum of wording which does not 
to visit this theater if you use your unlimited-ride interfere with the artistic designs. 
weekly ‘L’ pass.” This message reached more than Because of their individuality and newness in the 
500,000 persons weekly through this medium. field, many requests have been made by the public for 
Another motion picture combine granted Mr. Moran samples of the posters. Schools, artists’ exhibits and 
the same privilege for this “trailer” in return for meetings and private individuals all over the country 
window posters in cars and stations. This firm oper- have made use of them for various purposes. The 
ates a chain of sixteen motion picture theaters in Chi- value of such posters in schools, where many were 
cago. In both instances the cost to the Elevated was used as models in art classes, is apparent. The minds 
‘merely that of the trailer, a small sum, the picture of the children, being in their formative period, quickly 
houses bearing the cost of printing and painting the grasp the idea and lasting impressions are made. 
signs. When it is realized that this movie concern Many words of praise from art institutions, artists’ 
rejected an offer. of $10,000 for a week’s showing of a periodicals and advertising publications have been given 
similar “trailer,” the significance of this advertising the Elevated posters. Perhaps the most pointed of 
may be readily appreciated. these was given by Lorado Taft, famous sculptor and 
The field of operation in co-operative advertising was artist, in a talk before the advertising council of the 
found to be very broad. The Field Museum, the Art Chicago Association of Commerce recently while speak- 
Institute, the Chicago Historical Society and other civic ing on “Art in Advertising.” “T ‘oc’: wth interest 
centers of education and culture, as well as some of on advertising posters,” said Mr. Taft, “and there are 
the churches, were quick to realize the importance and some beautiful things appearing now and then, some 
value of such advertisine. and their res- onse to sug- of which are really perhaps our furthest advance in 
gestions by Mr. Moran has been marked. art. It is what we need all the time. There is a poster 
When the circus came to town a large banner bearing just out here and I would like to meet the man who 
the legend “Two World Leaders: Chicago Elevated drew it. I would like to speak to him. I haven’t the 
Weekly ‘L’ Pass and Sells-Floto Circus” was exhibited least notion who he is, but they have got a good man at 
in return for station cards advertising the show. Sev- work advertising our elevated railroads, telling you 
eral dance halls have offered passes for prizes in their what you can find in the city. The poster I refer to is 
competitive contests. Many motion picture theaters the Peristyle at the north of Grant Park—that moon- 
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light and the columns there.’”’ This may be considered 
doubly important because of the recent move against 
unsightly billboard and poster advertising in the Illinois 
Legislature as well as in several other states. 

The posters are in two sizes, known as three-sheet 
and one-sheet. The former are 42x84 in. and the latter 
28x42 in. in dimensions. The work is done by the 
best Chicago artists, many recruited through the aid 
of the Art Institute, which heartily approves of the work 
done. Mr. Moran has followed the practice of allow- 
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ing the artists free sway with their imagination as far 
as execution and ideas are concerned, usually merely 
suggesting the subject. Upon acceptance of the design 
the artist is remunerated for his efforts. Competitive 
bidding by the several lithographing companies is asked 
by the department before contracts for printing are let. 

Many of the designs submitted by these artists are 
used in billboard advertising of the Elevated. Contracts 
for boards in desirable places throughout Chicago are 
made with the Thomas Cusack Company, which applies 
the designs furnished, as well as executing many 
original designs. The subjects of these boards are 
usually points of interest in Chicago, such as railroad 
stations, shopping districts and places of amusement. 
These advertisements are more general in their char- 
acter than the printed posters, the showing of which 
is confined to Elevated property. 

As a sample of the good-will building faculties of the 
Elevated posters, Mr. Moran tells of an incident which 
occurred at a football game at the University of Chi- 
cago last fall which was attended by many persons 
from outside of the city. In order that traffic might be 
directed to the Elevated, several blocks distant from 
Stagg Field, Mr. Moran had a number of signs painted 
bearing a large arrow and the word “Elevated” in large 
letters. “We were placing these around the field by 
driving pointed sticks, on which the signs were 
mounted, into the ground,” said Mr. Moran, ‘when a 
groundkeeper came running up and said such tactics 
were strictly against the rulings of the university. It 
so happened that we had recently featured the uni- 


versity in some of our advertising posters and I referred 
the man to the head of the public relations department 
of the university, who was acquainted with what we 
had done. As a result of an interview with him, we 
were allowed to continue unhampered.” 


COST OF CONDUCTING COMMERCIAL DEPARTMENT 


Figures as to the operating cost of the commercial 
department of the Elevated are not obtainable as yet 
because of its short life. It is the consensus of opinion 
of the management and executives, however, that it has 
paid for itself many times over in value received. The 
results are hard to set down in cold figures. In in- 
creased riding the gain is apparent, as well as an 
increase in friendly feeling and better public relation- 
ship. When children in their schools are taught the use 
of the Elevated and citizens of Chicago inspired with 
civic pride by the portrayal of their city’s accomplish- 
ments in the line of beautiful parks and buildings, the 
Elevated has established itself in the hearts of the 
people in such a way that no amount of adverse crit- 
icism or petty politics can discredit it. 


The Economic Situation of the Swiss 
Railways from 1913 to 1920 


HE full text has just been made public of a résumé 

of the economic status of the Swiss railroads from 
1913 to 1920, presented in abstract at the last Inter- 
national Street Railway convention in Brussels by 
Charles Rochat, general manager of the Geneva Elec- 
tric Tramway Company. It is a volume of 112 pages 
and goes exhaustively into the subject of the economic 
situation of the trunk line railroads, mountain railways 
and tramways in Switzerland. The accompanying table 
gives some of the data on tramways contained in it. 

In commenting on the situation Mr. Rochat says that 
the railroads in Switzerland before the war generally 
had a good financial status, but the war completely 
changed conditions and imposed a number of problems 
most difficult to solve. Surrounded as it was by four 
belligerents, France, Germany, Austria and _ Italy, 
Switzerland suffered greatly from the restrictions of 
imports and exports made by them, so that costs of 
supplies greatly increased, particularly of coal, oil and 
metal objects. At the same time the requirement of 
maintaining an army made labor scarce. The table 
shows the effect on expenses of these two items 

An added factor, however, was new laws passed in 
regard to the hours of labor after the armistice, par- 
ticularly the introduction of the eight-hour day. To 
the establishment of this condition may-be attributed in 
large measure the resulting high expenses of operation 
and it has been the principal obstacle to a reduction 
in fares. 


TABLE SHOWING STATISTICS OF SWISS TRAMWAYS, 


Length of lineioperated (Inkm.)......-.....6000 0s eee dee e eee eeepc neon ee 
Passengers carried (in millions)..............+5 
Passengers per car (or train) kilometer.......... 
Receipts from passengers (in millions of francs). . itl 
Reeeipts per passenger (Incentimes)... 0... 20. pie bece nee een t eee cena 
Receipts from all sources (in millions of franes)......-- 6606.0 cece eee eee eee eee 
Operating expenses (in millions of francs) 
Division of operating expenses in per cent of total: 
General 
MinImreNaAnce Of WAY ADO SETUCtULES\.., 0.0. ene eee ele ns nine Hostels sta wugyllen 
Womdiobine trapsportation. 60-2. es ee ee eee ene Dotti: any ees 
Powerand shops,..+.....052. 22 eee eee 
AMR TICOLSI NY Oeics baie nih 22,0 nfo eicla aye cies 
Operating ratio (in percent)................. 
REP BLOM DIOV les G0 PDOUSADAS) oi oe cee eee einen ce emcee wv cle cea n's 
Employees per 100 car (or train) km..........5..--.-... Aarne, vieragei sae ae RPGR 3 
Average cost of electrical energy in centimes per car (or train) km..............0.. 


1913 TO 1920 INCLUSIVE 


1913 1914 1915 1916 1917 1918 1919 1920 
468 468 484 487 487 484 492 492 
149.5 144 133 157 181 197 206 191 
4.7 a 4.4 4.7 ae S57 mJay bir 3) 
17.64 16,86 15.64 18.60 21.94 25.62 35.62 41.10 
12 12 12 12 2 13 17 1 
Penli)..37 17.55 16.36 19.40 22.86 26.74 36.87 42.54 
14.99 14.74 14.04 15.68 18.32 24.60 34.89 38.73 
3.85 2j0U) 4.0 Sh a7 3.65 3.45 BR) BIG 2) 
14.2 12.6 11.6 10.6 10.5 10.3 12.0 12.2 
23.0 24.0 24.5 24.0 25.0 25.0 28.0 27.0 
51.0 51.0 Gy) 53.0 52.0 48.0 47.0 46.5 
7.0 8.0 7.4 8.7 8.7 13.0 te) 10.5 
81.57 83.97 85.80 80.80 80.10 92.0 94.6 91.0 
4.58 4.79 4.70 4.82 4.94 5.35 5.56 5.50 
5.3 Dad. bey) Re) 5.3 e7/ 5.6 5.8 
8.1 8.0 i) 79 8.1 8.0 8.1 8.4 
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High Operating Cost Emphasized as Cause 
of Failure 


AMERICAN ELECTRIC POWER COMPANY 
PHILADELPHIA, PA., Aug. 7, 1923. 


To the Editors: 

I want to call your attention to the editorial in your 
issue of Aug. 4, entitled “Why Jersey Central Traction 
Company Has Been Abandoned.” 

It seems to me that while the facts alluded to in the 
editorial are all true and contributing causes to this 
abandonment, nevertheless, you have overlooked the 
really fundamental cause, and that is the abnormal rise 
in the cost of operation, particularly the wage cost. 
There are, unquestionably, in the country many roads 
which from twenty to thirty years ago would live, serve 
the public and produce a small return upon the invest- 
ment, but which today cannot at any fare which the 
public will pay meet the increased cost of operation, 
more particularly, the payroll. . 

It seems to me from the standpoint of the industry 
that this point should be given due emphasis and not 
ignored entirely, and it is a point which I have been 
very careful to emphasize in all the discussion and pro- 
ceedings which have led up to this abandonment. 

C. L. S. TINGLEY, Second Vice-President. 

[The editors have not been unmindful of the impor- 
tant effect of increased costs of operation in this, as in 
other instances, but the outstanding cause here seemed 
to be the steadily decreasing patronage of the railway.— 
EDITORS. | 


Car Weight Important as Element of Rail Wear 


CITY OF DETROIT 
DEPARTMENT OF STREET RAILWAYS 
DETROIT, MICH., July 26, 1923. 
To the Editors: 

The article on rail head wear, by Charles H. Clark, 
together with the editorial comment, appearing in the 
July 14 issue of the ELECTRIC RAILWAY JOURNAL, 
demonstrates the necessity of a comprehensive, unbiased 
- and exhaustive investigation of not only the wear on 
the rail head from the number of cars which pass over 
it, including their weights and speed, but, in addition, 
the effect of weight of equipment on rails and the struc- 
tures associated with them. R. B. Holt in his book, 
“Tramway Track Construction and Maintenance,” has 
devoted two chapters to the subject of rail wear and 
rail corrosion; and numerous articles have appeared 
from time to time in the ELECTRIC RAILWAY JOURNAL 
bringing out to some extent the effect that the weight 
of equipment has on track structures. as well as rail 
wear only. 

The recent article confines itself exclusively to one 
type of rail, which type has less tendency to wear from 
vehicular traffic than the girder type more generally 
in use by street railways. A comprehensive investi- 
gation would cover all types of rail in general use. 

From this article we infer that, given the number 
of wheels passing over a track, together with the depth 
of the rail head, the life of the track can be determined 
at once. This seems neither reasonable nor logical 
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since there are numerous instances where the track 
life is well advanced though not due to rail wear. In 
order to estimate the life of a track structure it will be 
necessary to take into consideration other factors be- 
sides the number of wheel passes and rail-head depth. 

It seems, therefore, that the effect of the weight of 
equipment and its relation to track as well as rail wear 
has not been taken into consideration. While it is true 
that when moving, a car possesses kinetic energy equal 
to one-half its mass times the square of its speed, and 
that, to stop the car, this kinetic energy must be ab- 
sorbed, still this energy is not all absorbed by the 
track or rails. The question of impact, or the dynamic 
effect of a rolling load, would seem to have as much 
bearing on the life of the track structure as does the 
kinetic energy. Impact varies directly as the mass; 
consequently, a heavier car would cause greater initial 
damage, and the cumulative effect would increase much 
more rapidly than with a lighter car. Track deteriora- 
tion from this cause would come from joint wear, in- 
equalities in the rails and equipment, foreign matter 
on the rails, and irregularities in the track and rolling 
stock. This would effect the entire track structure. 

That speed has little or no effect so far as impact 
is concerned, is brought out by F. E. Turneare and by 
E. H. Stone, in Vol. XLI of June, 1899, “Transactions 
of A.S.C.E.,” and by F. W. Gardiner in Vol. LXXXIV, 
of 1921 “Transactions of A.S.C.E.” 

It would seem that the question as to whether tracks 
may be of lighter construction for the light-weight cars 
at present in vogue is one relating more to pavements 
and track structures than to rail-head wear. In this 
connection it would be interesting to have some infor- 
mation regarding the equipment passing over the worn 
rail section illustrated in Mr. Clark’s article on page 
47, since the illustration indicates a much greater wear 
per million wheel movements than the two instances 
noted in the text; namely, x in. per 21,000,000 passes. 

Mr. Clark has not mentioned the effect of grade or 
curvature, nor difference in the elevation of the two 
rails, nor has he made mention of the vehicular traffic, 
whether rubber or steel tired, in connection with rail 
wear. The composition of the rail would also have 
considerable bearing on the rail wear, as would the loss 
of metal from the corrosion of rails due to coal and 
other gases, particularly sulphurous gases from the 
burning of bituminous coal. - 

That not only our track engineers, but also the men 
in charge of equipment, are interested in this question 
is evidenced by articles in the ELECTRIC RAILWAY 
JOURNAL, from which a few quotations are included. 

Dec. 11, 1920, Vol. 56, page 1195; extract from 
remarks by Frank Walker: ‘ 


Actually it was found that the safety cars were very easy 
on the track and the repairs required light. In some track 
formerly discontinued but now being rehabilitated for one- 
man car operation the company is putting in ties 5 ft. apart. 


April 16, 1921, Vol. 57, page 736; extract from article 
by J. C. Thirlwall: ; 

The effect of weight on track and equipment mainte- 
nance is more difficult to determine. Obviously with light 
cars, the special trackwork, rails and joints will last longer 
and tie spacing can be increased, and with any given truck 
and motors, the lighter the body the longer the life of 
wheels, axles, truck members, brakeshoes and motor insu- 
lation. The longer and wider the body, the more it costs to 
repaint it and make the ordinary running repairs. 

April 30, 1921, Vol. 57, page 820; extract from “Let- 
ters to the Editors”: 

I, therefore, estimate that of the 65 per cent of the total 
which goes into track maintenance about 40 per cent is 
caused by weight, or approximately 25 per cent of the total. 


August 11, 1923 
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May 28, 1921, Vol. 57, page 984; in an article by 
C. T. Dehore it is noted that the cost of maintenance 
of track and roadway per car-mile was 5.3 cents while 
the company was operating old-type heavy cars as 
against 4.95 cents with new light-weight cars. Also 
the proposed tie spacing was 3 ft. as against the exist- 
ing 2-ft. spacing. 

June 18, 1921, Vol. 57, page 1128; extract from article 
by W. G. Gove: 

The track maintenance saving is prominently indicated, 
although I do not recall any figures on the subject. 

Oct. 2, 1920, Vol. 56, page 644, in an article by J. C. 
Thirlwall, it is shown that the cost of maintenance of 
way and structures per car-mile is 1.6 cents for safety 
cars, 3.3 cents for two-man cars, or a saving of 52 
per cent. 

Oct. 16, 1920, Vol. 56, page 785; in an article by R. 
Gilman Smith, the same cost is given as 2.5 cents for 
standard double-truck cars and 2 cents for standard 
safety cars. 

June 3, 1922, Vol. 59, page 894. Extract from staff 
article on Kentucky Traction & Terminal Company, 
Lexington, Ky.: 

The savings in car and track maintenance can only be 
determined in the future operation of the property, except 
that the company believes that when new ties are laid 


the spacing can be increased to from 34 in. to 36 in. from 
the 24 in. now used. 


July 8, 1922, Vol. 60, page 49; extract from editorial: 


Such cars will decrease operating expenses directly per 
car-mile . . by decreasing the wear and tear on the 
track . 


Jan. 22, 1921, Vol. 57, page 177; extract from article 
by Harry L. Brown: 


The track, much of which was open, was in bad condition, 
and while the old single-truck cars rode so roughly as to 
be dangerous, the safety cars, operating at higher speed, 
negotiated the rough track with no discomfort to passengers. 
Furthermore, the voltage drop on the line with the old cars 
was excessive, but with the new cars, fewer in number and 
each pulling less current, the voltage drop was not unsatis- 
factory. Thus the installation of safety cars enabled the 
company safely to defer track repair expense and avoid 
more investment in overhead copper. 


Jan. 1, 1916, Vol. 47, page 21; extract from article 
by W. A. Haller: 


Light efficient cars tend to reduce construction and opera- 
ting costs in many ways, chief of which are the following: 

3. Reduction in track maintenance cost, due to lighter 
weight and less pounding on special work and no slipping 
on curves. 


June 14, 1919, Vol. 53, page 1182; extract from letter 
to the editors by R. C. Cram: 


While you are pleading for the rails, please make a plea 
for the continuation of the efforts now being made to relieve 
the track of its unjust burdens by lessening the car weights. 
The ultimate savings in operating costs of all kinds to be 
gained by so doing’ are obvious. 


Sept. 22, 1917, Vol. 50, page 496; extract from staff 
article: : 


It can be said, however, that 60-lb. rails, whether in brick, 
block, concrete or asphalt pavement, have not stood up 
under the shock of cars weighing 48,000 lb. or more. In 
fact, track put down in 1911 has already required complete 
overhauling instead of giving twenty years or more of real 
service. 


Sept. 22, 1917, Vol. 50, page 501; extract from article 
by J. C. Thirlwall: 


Hence the replacement of the heavier cars with these, 
even with 50 per cent more units, means a reduction of 
from 50 per cent to 60 per cent in the weight upon the rails. 
This will result in economies . . In track 5 
maintenance. j 

.... In view of these factors, some competent engi- 


neers assert that the maintenance of way arid structures 
would be at least directly proportional to the weight carried 
over the rails; others say that a reduction of 50 per cent in 
the weight would result in not more than 25 per cent saving. 


Sept. 29, 1917, Vol. 50, page 562; extract from edi- 
torial: 


This maintenance saving has been variously estimated 
to be from 20 per cent to 60 per cent of present mainte- 
nance costs. . .. Certainly it will not be necessary to use 
129-lb. rail with heavy welded joint construction and 6 in. to 
12 in. of concrete underneath the ties where the rolling 
stock weighs no more than 16,000 lb. 


Feb. 4, 1922, Vol. 59, page 195; extract from article 
by Pierre V. C. See: 


Assuming that rail costs $6,000 per mile and will last ten 
years under the operation of the 62,000-lb. car, all con- 
ditions being equal, the rail on which the 42,000-lb. car is 
operated should last proportionately longer. Experiments 
on the strength of steel have proved that steel will break 
more easily under much fewer heavy blows than a large 
number of light blows. Upon this basis, our engineering 
department has figured the saving in the wear and tear 
of rail alone at approximately $250 per mile, per year. 

Concerning ties, the average maximum life of a good 
grade of tie is approximately nine years. In other words, 
a tie will decay during that period to a condition where 
it is of no value. In the running of heavy cars, the rail 
will wear itself into the tie, thereby considerably shorten- 
ing the life of the tie as compared to the life of the tie 
over which the lighter cars are operated. How much this 
amounts to is difficult to figure accurately, but it is safe 
to assert that the ties over which lighter cars are run will 
last at least one year longer. This being true, the average 
renewal per year under heavy traffic would be 300 ties per 
mile. Under the lighter traffic it is but 270 ties per mile, 
making a new annual saving of 30 ties per mile. At an 
average price of $1.30 each, this amounts to $39 per mile 
per year. 

There is also a considerable saving in the reballasting of 
roadbed. What this amounts to, so far as our experiments 
go, is but an estimate, but our engineers are a unit in de- 
claring that the saving is easily 10 per cent per year. Track 
and roadbed, labor and ballasting material costs have been 
approximately $750 per mile, and upon that basis the 10 
per cent saving amounts to $75 per mile. The apparent 
saving is, therefore, to be summed up as follows: rail, 
$250; ties, $39; maintenance of roadbed, $75; total $364 per 
mile, or more than $6,700 annually for the roadway of the 
entire line. 


Feb. 7, 1914, Vol. 48, page 295; extract from edi- 
torial: 

.... Just so much extra weight to consume power, to 
wear out the track, and to make more expensive repairs. 

Third Annual Report by Board of Supervising En- 
gineers, Chicago Traction, page 258: 

Weight—In designing electric street railway cars it is 
of greatest importance to reduce the weight as much as 
possiple consistent with the requisite strength and dura- 
bility. The most important reasons for this are:.... 2. In- 
creased life of track and special work. 

It is interesting to note in Mr. Clark’s article that 
track laid previous to 1902, which was removed from 
ten to twenty years thereafter, showed a decreased 
length of life; while the track which was laid after 
1902 and removed after the same period, of ten to 
twenty years, showed an increased length of life. It 
was about 1902 that the weight of cars began to in- 
crease, and this increase continued practically until 
1912, remaining at a maximum weight until about 1918 
when the expense of operating the heavy cars was in- 
vestigated, with the result that lighter weight cars 
began to be adopted. This indicates that track struc- 
tures built for light weight cars would not stand up 
under the heavy equipment. 

In 1909 M. V. Ayres, electrical engineer for the Bos- 
ton & Worcester Street Railway, read a paper, which 
appears in the “Proceedings of the American Street 
Railway Engineering Association” for 1909. He went 
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into the matter very thoroughly, and, speaking of 
tracks, stated as follows: 

It is evident that a certain part of the cost of track 
repairs would be incurred irrespective of use, as. decay of 
ties and corrosion of metals, and injury from teaming would 
go on just the same. Otherwise, wear is evidently about 
proportional to ton-mileage. If track construction is much 
too light for the car weight, doubtless the wear would 
increase faster than the weight, but with tracks suitable to 
the traffic, it is probably closely proportional. 

This subject is a very pertinent one at the present 
time, and the track engineers would be of great assis- 
tance to the industry by giving instances of their 
actual experience in connection with the wear of not 
only the rail head but the entire track structure, and 
the effect of different weights of equipment. 
seem that the present time is a proper one for data 
based on fact to be presented, as heretofore articles on 
this subject have stated opinions more than facts. 

In order that the data may be useful to the industry 
at large, it will be necessary for contributors to state 
the general conditions surrounding each case. These 
conditions comprise operating speeds, weight and design 
of cars, traffic density, number and position of stops, 
use of brakes, grades and curvature, vehicular traffic 
and type, design of rails and car wheels, maintenance, 
and finally, composition and section of rail with type of 
track construction. W. R. DUNHAM, 

Executive Engineer. 


Vocational Training at 
Nashville 


For the Past Two Years Classes Have Been Held for 
Benefit of Local Electric. Railway Men—Results 
Justify Continuance of Educa- 
tional Efforts 


HE Nashville Railway & Light Company has made 

an active start along vocational educational lines 
during the past two seasons. Preparatory to this work 
the company sent J. J. Connors, carhouse foreman, to a 
summer school at Minneapolis, Minn., conducted under 
the auspices of the Federal Board of Vocational Educa- 
tion. This school or conference was conducted by C. R. 
Allen and J. C. Wright, of the federal board. It was 
attended by 150 or more foremen, state representa- 
tives of the board, college teachers and others. 

The conference continued thirty days, and those who 
~ completed its curriculum were given certificates stating 
their competency to lead foremen training classes. The 
Nashville company representative received one of these 
certificates. He also attended later a local class 
organized under the state vocational board and received 
a certificate for this work also. 

During the winter of 1921 and 1922 there was con- 
ducted for the company a foreman conference under the 
auspices of the federal board through the state agent, 
James Arensten. Mr. Connors and Mr. Arensten con- 
ducted the classes. The program of the conference con- 
sisted in what is known as “job analysis,” that is, study 
of the characteristics of different kinds of jobs, which 
forms so important an element in modern industry. 

This conference included the foremen of the machine 
shop, “riptrack,” wood shop, paint shop, armature room, 
carhouse and track, the overhead lineman, the power- 
house foreman, the superintendent of schedules, the 
safety director and the division superintendents. The 
registration was about twenty-five, and the average 
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attendance, fourteen. The company gave a supper each 
week in its own restaurant to encourage attendance at 
the conference. The conference continued for six 
months, sessions being held on Monday evenings from 
seven to nine. There was no charge for this instruction. 

Since the conference disbanded over a year ago, the 
results have been evident throughout all departments 
of the company, the foremen being able to pass over to 
the subordinates the lessons which they learned. 


THE SECOND SEASON’S EDUCATIONAL PLAN 


The next step in the educational program was the 
inauguration during the season of 1922-1923 of a course 
in electricity under the auspices of the federal board, 
but for convenience the sessions were held at the Wat- 
kin Institute in Nashville. The registration was twenty- 
two, and the average attendance eleven. This class con- 
tinued from Dec. 19, 1922, to May 15, 1923, meetings 
being held twice each week, a total of four hours per 
week. Timbie’s “Elements of Electricity” was the 
textbook used and it was about one-half completed. It 
is expected that the book will be completed during the 
coming season. 

For this class a graduate electrical engineer was 
secured as instructor. He took up every-day problems, 
especially those that arise in the shops in which the 
members of the class were employed. There was no 
lecturing and the men were encouraged to discuss the 
subject, freely. 

Lessons were assigned in advance, together with prob- 
lems, the solutions of which were to be put on the black- 
board before the class. No fee was charged for this in- 
struction, as during the preceding season. As the class 
was not held in the company’s quarters, it was im- 
practicable to continue to furnish supper. 

The management of the Nashville property is enthusi- 
astic regarding the possibilities of this kind of training, 
and what has been done during the past two seasons 
can be considered merely a beginning. 


Trafiic Doubled on Recent Extension 


N THE first five months of operation the passenger 

traffic on the Westminster extension of the Buffalo 
& Lake Erie Traction Company has about doubled. 
Prior to Nov. 26, 1922, when the company extended its 
West Twenty-sixth Street line from the old city limits 
of Erie to a point 34 miles farther west, service to this 
section had been given by the Cleveland & Erie Electric 
Railway. The latter company suspended operation in 
the early summer of 1922 and for several months this 
section had no railway service at all. 

People having business in Erie experienced great 
difficulty in getting back and forth from their homes, 
and the Buffalo & Lake Erie Traction Company was 
finally persuaded to purchase and operate part of the 
abandoned line. Instead of the former hourly service 
with big two-man interurban cars, thirty-minute service 
is now provided with smaller double-truck one-man cars. 
Two fares are charged, one to the old city line and a 
second fare from there to Westminster. 

The people of the district are very much pleased with 
the service and even go so far as to decline offered 
automobile rides to town lest the railway become dis- 
couraged by losing some business. Much new home 
building is in progress along the route of this exten- 
sion and railway traffic promises to become increasingly 
profitable. 
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| Association News & Discussions 


Program Wisconsin Meeting 


HE electric railway section of the 

Wisconsin Utilities Association will 
meet on Aug. 16 and 17 at Oshkosh, 
Wis., as previously announced in these 
pages. The program follows: 


Thursday Morning 


Address by Chairman B. W. Arnold, 
“Progress and Problems of Urban and In- 
terurban Transportation in Wisconsin.” 

Address by Commissioner Andrew Mac- 
Donald, “What the Railroad Commission 
Expects of Operating Men.” 

Paper on “Urban and Interurban Track 
Problems” will be discussed by A. A. Old- 
field, Hastern Wisconsin Electric Company ; 
J. S. Hyatt, Chicago, North Shore & Mil- 
waukee Railroad, and John St. John, Mil- 
waukee Northern Railway. 

Paper by W. G. Brooks, Westinghouse 
Electric & Manufacturing Company, “A 
Salesman’s View of the Master Mechanic’s 
Problems.”’ 

Address by Prof. James T. Rood, ‘‘What 
the University of Wisconsin Is Doing and 
Can Do for the Hlectric Railway Industry.” 

Luncheon at the Municipal Club. 


Thursday Afternoon 


An inspection trip to the new Oshkosh 
carhouse. Track under construction will be 
inspected en route. Inspection of new one- 
man interurban cars and de luxe coaches. 

Demonstration by the Chicago Elevated 
first-aid team. 

Baseball game, Ambassa- 
dors” vs. “Transportation Dispensers.” 

Banquet at 6:30 with Prof. C. F. Hewitt, 
Oshkosh Normal College, as toastmaster, 
and an address on safety by Charles B. 
Scott, Safety Bureau, Chicago. 

Dancing at 9:30 at Hweco Park. 


“Commercial 


Friday Morning 


_“The American Electric Railway Asso- 
ciation and Its Services to the Electric 
Railways of Wisconsin,” by James W. 
Welsh, executive secretary. 
._. “Maintenance of Motor Vehicles,” by 
Henry Cardell, Chicago, North Shore & Mil- 
waukee Railroad. 

“Bus and Coach Tires,’ by Howard 
Smith, sales manager General Tire Com- 
pany, Akron, Ohio. 

“Street and Interurban Transportation 


Problems,” by Carl Allen, Wisconsin Public 


Service Corporation. 
Friday Afternoon 


_ Arrangements have been made for play- 
ing golf for those interested. 


A program of entertainment for the 
ladies has been arranged for the con- 
vention, including shopping, bathing 
and boating, motoring, bridge and five 
hundred parties on the veranda at the 
Municipal Club, etc. 


Mid-West Claim Agents’ 
Association 


HE third annual convention of the 
Mid-West Claim .Agents’ Associ- 
ation in Denver, recently concluded 
with the election of Travor C. Neilson, 
claim agent of the East St. Louis & 
Suburban Railway, and related com- 
panies, as president. In this capacity 
he will succeed W. C. Swisher, general 
claims attorney of the Kansas City 
Railways, Kansas City, Mo., who was 
elected at the convention held last year 
in St. Louis. 
The other officers chosen were: S. G. 
Shaw, claim agent of the Denver Tram- 
way, first vice-president; D. M.- Finch, 


claim agent of the Des Moines City 
Railway, second vice-president; Charles 
B. Hardin, claim agent of the United 
Railways, St. Louis, executive commit- 
teeman at large; O. L. Borquist, chief 
clerk of the legal department of Kansas 
City Railways, secretary. 


Training Oxy-Acetylene Welders 


HE American Welding Society has 

just issued an outline of a course 
for the training of oxy-acetylene 
welders. This report was prepared by 
a committee and combines the experi- 
ence of experts of the Federal Board of 
Vocational Education, the American 
Welding Society and the National Re- 
search Council for the information of 
the person who is selecting condidates, 
the text includes a discussion of the 
qualifications which the candidates for 
training should possess. For the infor- 
mation of the instructor, the text in- 
cludes the fundamentals in gas welding, 
together with a detailed statement of 
content, classified under type welding 
jobs arranged in the order of difficulty. 
Copies may be secured from the Amer- 
ican Welding Society, New York, N. Y. 


Canadian Association’s Secretary 


‘USTACE SMITH, Jr., who is exec- 
utive assistant, Toronto Transpor- 
tation Commission, has been appointed 
secretary of the Canadian Electric Rail- 
way Association, by H. H. Couzens, the 
new president. 


A.E.S.C. Activities 

HE American Engineering Stand- 
ards Committee has taken under 
consideration for adoption as “Amer- 
ican Standards’ a number of new 
specifications proposed by the various 
technical societies. The principal ones 
of interest to the electric railway indus- 
try are those for line materials. The 
test methods for concrete materials, 

are approved as tentative standards. 
The American Electric Railway Asso- 
ciation has submitted its specifications 
for overhead line material for action 
by the A.E.S.C. A special committee 
to consider the question of sponsorship 
and scope of the specifications, which 
are also of direct interest to other than 
electric railway interests, is headed by 
A. H. Moore, representing the Electrical 
Manufacturers’ Council on the A.E.S.C., 
and includes representation from the 
National Electric Light Association, 
American Railway Association, Elec- 
trical Manufacturers Council, American 
Institute of Electrical Engineers, Amer- 
ican Electric Railway Association, 
American Short Line Railway Associa- 

tion, and the Bell Telephone System. 
The attitude of the A.E.R.A., in 


submitting its specifications for this 
action by the A.E.S.C., will definitely 
favor the unification and elimination of 
conflicting specifications in this field, 
which is a very important one to a 
large group of industries, and involves 
expenditures of great magnitude 
annually in construction, maintenance 
and replacement of power, light, tele- 
phone, telegraph, and railway signal 
lines. 

The following A.S.T.M., methods of 
testing materials entering into concrete 
have been approved as “Tentative 
American Standards” by the A.E.S.C.: 
Method of test for unit weight of 
aggregate for concrete; method of test 
for voids in fine aggregate for concrete; 
method of test for organic impurities 
in sands for concrete. 


American 


Association News 


Large Exhibit at Atlantic City 
Assured 


RACTICALLY all the space at pres- 

ent available for exhibits on the 
Million Dollar Pier in Atlantic City has 
been sold for the October convention of 
the American Electric Railway Asso- 
ciation, and the exhibit committee is 
considering now with the pier authori- 
ties whether some arrangements cannot 
be made for additional room suitable 
for exhibits. The area sold up to 
Aug. 7 was 64,328 sq.ft. This includes 
all portions of the pier usually used 
for exhibits except some space in 
Aquarium Court which is being held 
for noisy exhibits or those which have 
some fire risk. 

A list follows of the manufacturers 
to whom space has been allotted since 
the publication of the original applica- 
tions on page 25 of the issue of July 7. 

Space 
Albert & J. M. Anderson Manu- 

facturing Company 
American Car & Foundry Co. .410 
American Steel & Wire Co.....551-553 
Aluminum Company of America308 
Air Reduction Sales Company. 200A 
The Cleveland Fare Box Co... .402 


Differential Steel Car Company.583 
Federal Motor Truck Company .154-164 inel. 


Gould Coupler Company ...... 584-585 
W. S. Goodwin Company...... 114 
Hoover Body Company ....... 303-305 
Hubbard & Company......... 419 
International Register Co...... 537-539 
Mack-International Motor Truck 
COMPA fH emyates ale ae telcele c L 
Morganite Brush Company... .535 


Portland Cement Association. .129 
Rubberset Company i 

Standard-Johnson Company...622 
Templeton, Kenly & Co., Inc... .582 


Union Switch & Signal Co..... 131 
Van Dorn Coupler Company.. .404 
Witherow Steel Company...... 109 
Yellow Coach Manufacturing 
COMPANY WE yercere retake ieee nities 313-315 
317-319 
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Maintenance of Equipment 
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Tipping Tool Proves 
Economical 


HE Lehigh Valley Transit Com- 

pany, Allentown, Pa., has been 
welding tool steel tips on the larger 
sizes of cutting tools used in its ma- 
chine shops. A common quality of 
bar steel is used for the shank. 
This bottom part is cut so as to 
provide a shoulder at the back of the 
tool steel tip to take the strain from 
the machining operation. Both the 
bottom and the tip are scarfed along 
the edges where they join and to 
provide for welding the tool steel tips 
to the bottom. This practice reduces 
the amount of tool steel required 


Tool Steel Tips Welded to Bar 
Steel Shanks 


and some very satisfactory results 
are being obtained. Tools used in 
the turning of wheels last for turn- 
ing from eighteen to twenty-two 
pairs of wheels with one grinding. 
An accompanying illustration shows 
several tools that have been tipped 
in this manner. 


An Adjustable Boring-Bar 
Holder 


MONG the various devices which 

are in use in electric railway 
shops for holding a boring bar on a 
lathe carriage, the adjustable type 
shown in the accompanying illustra- 
tions is one of the most convenient. 
These illustrations were made from 
photographs taken in the machine 
shop of the Virginia Railway & 
Power Company at Norfolk. 

The body of the holder is cylin- 
drical. A projection at the bottom 
has a head to fit in the T-slot of the 
lathe carriage, and an extension at 
the top is threaded to take a stand- 
ard nut. A transverse hole drilled 


Boring Bars Can Be Quickly Changed or 
Adjusted by Means of This Three- 
Part Tool Post 


through the center is of sufficient 
diameter to clear the largest-sized 
boring bar. 

Surrounding the body of the 
holder is a steel sleeve of such a 
length that when the bottom rests 
on the carriage the top comes to the 
middle of the hole in the body. This 
is machined to accommodate several 
sizes of boring bars, three in the case 
shown. Over the top of the body fits 
a cap bored out to match the sleeve. 
When this is drawn down by means 
of a nut, it clamps the bar securely 
in position and clamps the holder to 
the lathe carriage. 

The illustrations show the three 
boring bars which go with the holder, 
one in position, the others lying on 
the base of the carriage. 


The Clamping of the Boring Bar Is Rigid 
and Simple 


Grease Keeps Water Out 
of Track Switches 


HE East Massachusetts Street 

Railway is using motor grease 
in its boxes of spring track 
switches. It is found that this 
keeps the water out and the parts in 
good condition. A light grease, 
somewhat similar to that which 
would be employed in the differen- 
tial box of an automobile, is used. 


Repair Shop Builds 
Model Truck 


SHORT time ago the repair shop 
of the Connecticut Company at 
Hartford built for instruction pur- 


poses a truck about one-third 
standard size. This truck was pro- 
vided with airbrake equipment 


complete and then placed in the in- 


Model Board and Truck in Hartford 
School Room 


struction room for motormen in the 
State Street carhouse in Hartford. 
It now forms part of the instruction 
equipment there. 

As illustrated, the motor elec- 
trical circuits are shown on the 
board in the upper part of the ex- 
hibit. Each of the four motors of 
a car equipment is represented by 
a model in relief of a motor, with 
armature and four field coils, each 
with a lamp, and a series of grid 
resistances. As the controller is 
turned, the separate lamps light up 
to show the connections. Above the 
board is a trolley by which power 
is taken from the overhead wire. 
The model also has a circuit breaker, 
air switch and door control. 

Below on the platform is the 
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truck built in: the Hartford repair 
shop. It 1s equipped with air 
brakes, controlled by an engineer’s 
valve. Similar models are to be in- 
stalled at the New Haven and 
Bridgeport instruction rooms. 


Pedestal Vises Facilitate 
Repair Work 


UCH effort is wasted in the 

average repair shop in carrying 
work to and from the bench so that 
it may be held in the vise for various 
fitting operations. The West Penn 
Railways, Connellsville, Pa. has 
found it desirable to handle such 
work close to the 
job, either in the 
blacksmith or ma- 
chine shop. For 
this purpose three 
vises have been in- 
stalled at different 
- points in the shop. 
These are standard 
machinists’ vises 
with 84-in. jaws, 
having a maximum 
opening of 12 in. 
Each of these vises 
is installed on an 
independent pedes- 
tal, made of old rail, which is 
set vertically into the ground, 
being sunk about 3 ft. beneath 
the floor, The rail is incased 
in concrete, making a very solid 
structure. The vises are about 3 ft. 
above the floor level of the shop. Be- 
ing entirely separate from any work 
benches, these vises can be ap- 
proached from any side, so that there 
is great freedom afforded the work- 
man in handling parts in them. 
Their use has proved beneficial, has 


The Vise Is 

Mounted on a Rail 

Imbedded in 
Concrete 


Samples of Reclamation Work on Truck and 


Nos. 1, 5, 12. Brakeheads for Brill 39-E 
trucks. 

No. 2. Bearing for GE-90 motor. 

No. 8. Journal box for Brill 21-B truck. 


saved time on many jobs, especially 
those of fitting parts for truck work, 
and similar repair work. 


Grease Gun Minimizes 


Waste of Lubricant 

CAPACIOUS and cleanly grease 

gun, made in the local shops, is 
used by the Newport News & Hamp- 
ton Railway, Gas & Electric Com- 
pany, in applying heavy grease. This 
consists of a tube about 34 in. in 
diameter and 15 in. long, with an 
equal length of #-in. pipe projecting 
from the lower end. 

The upper end is surmounted by 
a cap and nut through which travels 
a long threaded rod with an 8-in. 
crossbar at the top. A leather-packed 
piston is attached to the lower end 
of the rod. The piston rod is 
threaded eight threads to the inch, 
and a few turns suffice to inject a 
liberal supply of grease. The whole 
thing is under perfect control. 

This gun enables grease to be 
placed in any location and is partic- 
ularly effective in reaching inacces- 


A Practical Grease Gun Made 
at Hampton 
sible places which are frequently 
either over or under lubricated. A 
foot made of strap steel is attached 
to the cylinder to support the weight 
of the gun when it can be used in 
the position shown in the illustration. 


Typical Welding Reclamation Jobs 


Illustrations Are Given of the Uses of Acetylene and Electric Welding— 
Savings Have Amounted to as High as $7,500 
in a Single Month 


N THE SHOPS of the Nashville 

Railway & Light Company, of 
which George Swint is master me- 
chanic, the use of electricity and 
acetylene in welding is highly devel- 
oped. A number of the most suc- 
cessful jobs have been selected for 
illustration, particularly to show the 
reclamation of truck parts. 

Reclamation plays such an impor- 
tant part of the shop activities at 


Brakebeam fulcrum. 

Center plate for Brill 39-E truck. 
Gear case for GE-57 motor. 
Pressed steel seat stand. 


No. 4, 
No. 6, 
No. 7. 
No. 8. 


Nashville that in a single month as 
high as $7,500 worth of parts has 
been reclaimed. In the accompany- 
ing reproductions of photographs, 
taken recently in the Nashville 
shops, the several parts are num- 
bered for identification. The salient 
facts regarding each of these jobs 
are as follows: 

The pair of brakeheads for the 
driving wheels of the Brill 39-E 


Other Car Parts Done in Shops of Nashville Railway & Light Company 


Nos 9, ° LO; . 
brake-hangers. 

No. 13. Brake-rod clevis. 

No. 14. Brake beam. 


Carriers for half-ball 
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truck, Nos. 1 and 5 in the illustra- 
tion, were welded on the toes and 
filled on the lute with an acetylene 
torch. The same is true of the brake- 
head for the pony wheels of the 
same truck, No. 12. Another acety- 
lene job, No. 2, was on the bearing 
for the GE-90 motor. Here the 
dowel pin holes were filled in so that 
the bearing could be redoweled. 

The journal box for the Brill 21-E 
truck, No. 8, was cracked at the junc- 
tion of the arm and the journal box 
proper. It was welded as shown by 
means of the electric arc. Another 
electric welding job, No. 4, was the 
brakebeam fulcrum, the holes in 
which were filled in ready for re- 
boring. The truck center plates, No. 
6, had the wearing surface on the 
plates completely renewed by the use 
of acetylene. The malleable-iron 
gear case for the GEH-57 motor, 
No. 7, was also repaired by means 
of acetylene welding, a patch of 
sheet iron being welded over a large 
break in the case. Still another 
acetylene job is the sheet steel seat 
stand, No. 8. The upper part of 
this stand was completely broken off, 
but was replaced and welded into 
position as good as new. The pressed 
steel was, of course, too thin for 
the use of the electric are. 

A group of jobs of particular in- 
terest are illustrated in Nos. 9, 10 
and 11. These are brake-hanger 
carriers in which the seats for the 
half-ball hangers have become worn. 
The seats are not built up and re- 
surfaced to a spherical curvature, 
but instead a bushing or spindle, a 
piece of heavy steel tubing, was 
welded into place with the acetylene 
torch in each case. When the truck 
parts are reassembled, the weight of 
the hanger is carried on the spindle 
instead of the original surface. 

Two more electric welding jobs 
remain to be mentioned. One is the 
brake-rod clevis, in which the metal 
worn away by friction was replaced, 
with a little extra for good measure. 
The other is the brake beam or 
bar, No. 14, which had begun to 
crack at the inside bends. The 
cracks were filled in with new metal 
and a reinforcing layer was spread 
out generously in all directions from 
the cracks. 

The illustrations which are typi- 
cal of all of the work done in the 
reclamation department bring out 
the fact that the gas welding is used 
wherever the metal is thin, and for 
cast iron, brass, copper and alu- 
minum. The electric welder is used 
for everything else. 
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Device for Lighting 


Acetylene Torch 
N THE shops of the Kentucky 
Traction & Terminal Company, 
Lexington, Ky., a handy gas lighter 
has been made to permit gas to be 


lighted by means of a short arc 


drawn between two small carbons. 
The carbons are mounted in clamps 
at the end of a pair of brass springs 
anchored on a tapered block of fiber. 
The carbons are about + in. in diam- 
eter and an inch long, and they are 
held in place by friction. The device 
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is attached to a lamp 
cord leading from 
the negative side of 
a 500-volt lamp cir- 
cuit to hold the cur- 
rent down to a small 
value. The springs 
and handle are 
wrapped with ad- 
hesive tape. 

The lighter is 
about 8 in. in length, 
and about 2 in. wide 
when the carbons 
are held in contact. 


A Safe 


Lighter 
for Gas Torches 


<< 
ment Available 


[ New Equip 


New Features in Blow 
- Toreh 


BLOW TORCH with a number 
of new and useful features is 
now being marketed by the Turner 
Brass Works, Sycamore, Ill. The 


fuel tank is arranged with but one 


Sectional View of Improvement in 
Blow Torch 
opening which is on top. This elimi- 
nates the possibilities of leaks from 
soldered connections and eliminates 
the hazard from fires, explosions, etc. 
A safety valve located at the end of 


the horizontal pump cylinder is fitted 


with a diaphragm which automati- 
cally opens and closes at 40-lb. pres- 
sure. As blow torches operate ordi- 
narily at from 18 to 20-lb. pressure, 
this safety valve does not come into 
action until about double the normal 
pressure is obtained and the. maxi- 
mum limit of the safety valve is still 
well within safety. 


An air release in combination 
with the safety valve is provided, 
which when opened after the oper- 
ator has finished using the torch re- ° 
leases all pressure in the tank as an 
additional safety precaution. The 
pump is equipped with a leather that 
spreads like a parachute on the work 
stroke and closes on the return 
stroke. This leather is automatically 
lubricated from a reservoir contain- 
ing vaseline. 

In going from the tank to the 
combustion chamber, the fuel passes 
through the interior of a _ solid 
bronze baffle. The baffle is the ob- 
struction in the burner on which the 
flame is constantly applied. Heating 
the fuel to a hot dry gas insures per- 
fect vaporization of the gasoline or 
kerosene, thus generating more heat 
with lower fuel consumption, and 
without the danger of clogging. 

The maximum admixture and com- 
bustion of oxygen is obtained by ad- 
mitting air through a flared inlet in 
front of the needle valve instead of 
depending upon a multitude of holes 
in the burner tube. This inlet is a 
bell-shaped nut turned from brass 
stock an threaded so that the oper- 
ator can screw it into or out of the 
tube, thus regulating the distance 
from the needle valve and conse- 
quently the volume of air admitted. 
The shut-off valve used to shut off 
the flame is a separate unit from the 
adjusting needle or orifice needle. 

Another improvement consists in 
the provision of a pistol-grip handle. 
Special attention has been given to 
providing room for a large sized 
hand so that the torch can be han- 
dled without danger of tiring 
the user and without obstructing 
brackets. 
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The News of the 


Union Depot Proposed 


Louis Engineer Wants East St. 
Louis Line to Have St. Louis Ter- 
minal for Fifty Cars 


St. 


The engineers committee of the St. 
Louis-East St. Louis Railroad ter- 
minals, 1922, has reported on the ques- 
tion of the operation of cars of the 
East St. Louis & Suburban Railway 
over the Eads Bridge into St. Louis. 
The committee believes that appro- 
priate steps should be taken by the 
company to accomplish: 


1. The abandonment of the Eads Bridge 
for railroad traffic. 

2. The use of the upper roadway for 
highway traffic free from toll. 

3. The use of the present railroad tracks 
on the lower level for electric street and 
interurban ears. 


The East St. Louis & Suburban Rail- 
way operates a very heavy electric car 
traffic over this bridge to and from a 
stub end station with two tracks at the 
west end of the bridge at Third Street 
and Washington Avenue, St. Louis. Its 
tracks occupy the same roadway as 
other highway traffic. 

The suggestion has been made that 
tolls be removed from the bridge, in 
which event the engineers regard it as 
practically necessary to remove the 
electric cars from the upper deck and 
put them on the railroad deck. This 
they say, would not only largely in- 
crease the capacity of the highway 
roadway for handling traffic, but would 
also expedite the passage of electric 
cars and interurban cars across the 
river. These cars handle, in round 
numbers, 10,000,000 to 12,000,000 
passengers per annum, who get on and 
off the cars at the west end of the 
bridge. 

On account of the interference with 
St. Louis street cars and other surface 
traffic in the vicinity of Third Street 
and Washington Avenue it has not been 
considered feasible to have the East 
St. Louis street and interurban cars 
extend into St. Louis. They cannot 
operate on St. Louis street car tracks 
on account of different gages, As the 
engineers see it if the cars be placed 
on the lower deck of the Eads Bridge, 
their operation can be extended further 
west underground as far as may ap- 
pear desirable. They suggest as an 
excellent site for a terminal for these 
lines the “Market Block,’’ owned by the 
city of St. Louis, bounded by Broadway, 
Lueas Avenue, Sixth Street and Mor- 
gan Street, three blocks west and one 
block north of the present end of the 
Eads Bridge electric car tracks. 

Such a plan would necessitate re- 
moving all railroad passenger and 
freight trains from the Eads Bridge 
and tunnel. 


Charles S. Betts, engineer of the De- 
partment of Public Utilities of St. 
Louis, in his comments and recom- 
mendations to the committee says in 
part: 


The logical solution for an Interurban 
Station would be to leave the present rail- 
way tracks on the lower deck of the Hads 
Bridge at about the alley east of Second 
Street then southwest to Third Street land- 
ing at Third Street and Washington Ave- 
nue with about nine tracks as per present 
plans with 20 ft. track centers, or 12 ft. 
between cars which serve as loading and 
unloading platforms, each line having its 
separate track to come in on and depart on. 

In other words, we would have our Union 
Station duplicated for electric interurban 
ears. This arrangement would cause no 
confusion. as every track is numbered. The 
advantage of this station would be that 
it is all above ground. The interurban cars 
are double ended and for this reason can 
use this proposed station without change of 
car equipment. 

Another use to which this station might 
be put would be for a garage on the second 
floor with entrance on Mads Bridge adapted 
for East side autos. 

The proposed station is contingent on the 
lower or railroad deck being turned over 
to the interurban roads and the use of the 
Municipal Bridge by the steam railways 
now using the Eads Bridge. 


The plan of the proposed interurban 
station with track arrangements for 
fifty cars and a storage of twenty cars 
was submitted by Mr. Betts. 


Interurban Lines Will Construct 
Freight Terminal 


Plans of the interurban railways 
entering Indianapolis to construct a new 
freight terminal on Kentucky Avenue, 
where the freight depot of the Terre 
Haute, Indianapolis & Eastern Traction 
Company is now located, were recently 
approved by the Public Service Com- 
mission. As a result of the action of 
the commission, Indianapolis will have 
adequate interurban freight terminal 
facilities. 

The order of the commission releases 
the Indianapolis Street Railway from 
the obligation of providing the freight 
terminals and leaves the interurban 
lines free to construct an adequate 
freight depot. 

The plans call for the construction of 
an addition to the present freight house 
of the Terre Haute, Indianapolis & 
Eastern, and for the construction of a 
large new freight terminal. It is hoped 
to have sufficient additional facilities 
provided by Dec. 31, to take care of the 
freight of the Indianapolis & Cincin- 
nati Traction Company and the Inter- 
state Public Service Company. Con- 
struction of the new terminal is to be 
financed by the formation of the Ter- 
minal Realty Company, which will 
acquire additional ground at the Ken- 
tucky, Avenue site. The company was 
authorized to issue $1,500,000 of pre- 
ferred stock, to be sold at $96.10, and 
$750,000 of common stock to be held 
by the interurban companies. 


Industry 


Wage Offer Accepted 


Montreal Trainmen Will Continue for 
Another Year at Present Pay— 
Adjustment for Shop Men 


Of 2,088 union tramway men who 
east ballots on July 31 in the refer- 
endum held by the Montreal Tram- 
ways Union, 1,211 members, or more 
than half of the entire number, voted 
to accept the offer of the Montreal 
Tramways and settle the wage dispute 
in that way. 

The result of the referendum vote on 
the matter was as follows: 

To accept the offer of the company, 1,211 
votes. 

To refer the wage dispute question to a 
board of arbitration, 195 votes. 

Willingness to strike within forty-eight. 
hours from the taking of the ballot, 661 
votes. 

Spoiled votes, 21. 

Total number of votes cast, 2,088. 

The offer of the company, which 
the men by a majority vote have de- 
cided to take, is to sign a contract 
with the employees for one year dating 
from: July 1, 1928, at present rates, 
with certain readjustments in the com- 
pany shops and outside departments. 
On the understanding that this offer is 
accepted, the company further promises 
to give consideration to the establish- 
ment of a pension fund for all the em- 
ployees as soon as all the obligations 
under the contract with the city of 
Montreal are fulfilled. 


REDUCTION IN DAy ASKED 


Motormen and conductors are now 
paid in most instances at the rate of 
48 cents an hour, for a ten-hour day,. 
time and a half being paid after that 
number of hours have been worked. 
The original demands of the union were 
for an eight-hour day, with the same 
pay as at present being received for 
the present longer work day. 

The company declined to consider 
any advance in wages paid to motor- 
men and conductors affirming that 
the wages of their employees have 
been increased 100 per cent since 1913, 
and are now 65 per cent higher than 
they were in 1918, while the cost of 
living for a family of five, according 
to the figures of the Department of 
Labor, was only 6.52 per cent higher 
than in April, 1918. 

Decision to hold a referendum among 
the membership of the union was 
reached at a meeting on July 23, as the 
negotiating committee could see nothing 
resulting from further parleys with the 
company officials, and they wanted an 
expression of opinion from the men in 
order that the future policy of the 
union in this matter might conform to 
the wishes of the majority of the union 
members. 
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Interurban Asks Franchise 


Ordinance for Entrance Into Cincinnati 
Provides for Right of City to 
Control Service and Fares 


The Cincinnati, Lawrenceburg & Au- 
rora Electric Street Railroad, through 
its attorney, Stanley Shaffer, has made 
application to the City Council of Cin- 
cinnati for a franchise to bring its 
tracks from Anderson’s Ferry into the 
heart of Cincinnati. This is the most 
important step taken by the interurban 
company to enter Cincinnati over an 
elevated structure. The interurban 
company plans to make its Cincinnati 
terminus on Third Street near the Dixie 
Terminal, the northern terminus of the 
South Covington & Newport Street 
Railway. According to Mr. Shaffer, 
most of the new route, which is more 
than 7 miles in length, will be made 
over private right-of-way, nearly all 
of which already is held under option. 
The estimated cost of the extension is 
about $800,000. At the present time, 
residents of towns along the route are 
brought from their homes to Andergon’s 
Ferry. Here they are compelled to 
board cars of the Cincinnati Traction 
Company to convey them to Cincinnati. 


SERVICE-AT-CosT FEATURES 


The interurban company always was 
willing to make the extension, but it 
was impossible until the Ohio Senate 
repealed the Schmidlapp law, which 
provided that only a 5-cent fare could 
be charged on an elevated railway. On 
the basis of a 5-cent fare, it was impos- 
sible to make the extension. Last March 
the State Senate passed the Lipp bill, 
which gives City Councils power to fix 
rates of fares on elevated railroads in 
excess of 5 cents. 

Under the terms of the ordinance, 
the city has control of the service, 
has the right to fix schedules and 
designate the number, type and design 
of cars to be operated. All rates, 
fares and charges of the interurban 
company are to be based upon the cost 
of service. A feature of the measure 
is the establishment of a “fare index 
fund” to take care of surplus gross 
receipts remaining after deducting de- 
“preciation and taxes, also interest on 
the bonds which will be used to build the 
extension. Upon commencement of the 
service the ordinance provides the com- 
pany shall deposit to the credit of the 
fund $10,000. The ordinance specifies 
that when the fund exceeds $20,000 it 
shall be conclusive evidence that the 
rate of fare is too high or the service 
insufficient and therefore the rate of 
fare should be reduced or the service 
increased, as shall be mutually agreed 
upon between the city and the oper- 
ating company. When the amount 
credited to the fund falls below $5,000 
then it shall be evidence sufficient to 
prove that the rate of fare is too low 
and therefore the rate shall be increased 
or the service diminished. The rate of 
fare will be 10 cents between Cincinnati 
and Anderson’s Ferry. 

Mr. Shaffer said that Edgar Stark 


and C. E. Hooven, receivers for ten 
years of the interurban company, now 
have the system on a paying basis and 
soon will make their final report and 
be discharged. With the discharge of 
the receivers a new company to be 


-known as the West End Terminal Rail- 


way, which was incorporated last fall 
with a capital of $10,000, will organize 
and take over the operation of the ex- 
tension, This company also will issue 
bonds for the improvement. 
Incorporators of the new company 
are: H. Lee Early, L. B. Patterson, 
Morgan Wamsley, and Dr. John Walton. 
These men are residents of towns along 
the route of the Cincinnati, Lawrence- 
burg & Aurora Electric Street Railway. 


APPLICATION BEFORE COUNCIL 


‘The application for a franchise has 
been referred to the Council committee 
of street railways for public hearings. 

With the completion of the extension 
the length of the interurban line will 
be 40 miles. 


Electric Railroad Between Los 
Angeles and San Francisco 
Contemplated 


Recently the Santa Fe Railway sys- 
tem announced publicly that an appro- 
priation was available to the amount of 
approximately $132,000 for conducting 
a complete survey for the construction 
of a new line between Los Angeles and 
San Francisco. 

At the time of the survey consider- 
able thought was to be devoted as to the 
most economical and feasible type of 
motive power to adopt. The Santa 
Fe’s present connection for its steam 
road line on the Pacific Coast between 
Los Angeles and San Francisco is via 
its own line from Los Angeles to 
Bakersfield, thence from Bakersfield to 
San Francisco over the Southern Pacific 
Lines. 

The Santa Fe system now has a 
budget for a $30,000,000 improvement 
program on the Pacific Coast, which in- 
volves double-tracking of several of its 
lines and the construction of several 
extensions. The proposed new line be- 
tween Los Angeles and San Francisco 
will involve the greater portion of the 
budgeted amount, the estimated ex- 
pense being about $25,000,000. 

The line as proposed will be the 
shortest direct rail communication be- 
tween the two largest cities of the state 
of California. At least 30 miles will be 
reduced from what is now the shortest 
rail route. The construction of the new 
line awaits the approval of President 
Story of the Santa Fe before actual 
work is undertaken. The surveyed 
route is stated to ‘run from San 
Francisco to Bakersfield, thence south 
and west by the lines of least geo- 
graphical resistance to the Tehachapi 
mountain range, thence by a system of 
many large and long tunnels into Los 
Angeles almost on a direct line, . 

It is stated that electricity for motive 
power will establish a precedent in ex- 
tension work on an immense scale for 
the Santa Fe lines. 


Six Per Cent Increase 


Board Refuses to Grant Pay to Eastern 
Massachusetts Men Equal to Scale 
Paid on Boston “L” 


A special board of arbitration has 
awarded an increase in wages to the 
employees of the Eastern Massachu- 
setts Street Railway equivalent to 
about 6 per cent, or 8% cents an hour. 
This award was announced in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Aug. 4. The arbitrator for the men, 
James H. Vahey, dissented from the 
majority award, claiming that it was 
insufficient. Henry C. Attwill, chair- 
man of the board, who is also chairman 
of the Massachusetts Public Utilities 
Department, announced the following 
new wage scale: 


MoTORMEN AND ROADWAY 
CONDUCTORS DEPARTMENT 
Cents an Cents an 
Hour Hour 
First three Trackmen 54 


months 23 
Next nine months 553 
Over one year.. 58 


REPAIR SHOP AND 
ROLLING STOCK 


_One-man car dif- Blacksmiths 58 
ferential ..... 5 “helpers ... bet 
TRANSPORTATION  Garpenters 88 

DEPARTMENT “helpers ... 54% 
Crossing tenders~542 Car cleaners ... 54% 
General helpers. 54% Firemen (pie 58 

Line DEPARTMENT See einerce tee ae 

Linemen ....... 62% painters ....... 58 

helpers ... 553 Pattern makers. 58 
Storrs Department Pitmen ........ 57 
Helpers 54g “helpers ... 54% 

RISER IY ergtaentee Upholsterers ... 57 

PowER PLANT Warr pane pee 

7 inders: .. sn.4ae 
firemen 117 619). nelbers) aaa 

Foremen of Wiremen ...... 58 
helpers ...... 1% “helpers ... 54% 

Firemen helpers 58 Letterers ce pees ea 

General helpers. 553 Truckmen...... 

Oilers ieee: 58 _ shelpers 54% 

Pipe coverers .. 613 Pipers ...-..-.- ce 

Repairmen .... 594 helpers tee re 

Substation oper- General helpers. 54% 
ators tne ee 5g  Wlectricians .... 58 

Switchboard 
operators .... 60% 

Hoist. eng...... 63 


In refusing to adopt the suggestion 
of the employees that their pay should 
be placed on an equality with em- 
ployees of the Boston Elevated Rail- 
way, Mr. Attwill says: 


In the instance of the Boston Hlevated 
Railway the Commonwealth took over the 
management and operation of the property 
of the street railway company and guaran- 
teed to the stockholders of the company the 
payment of dividends at a rate fixed in the 
act, while in the instance of the Hastern 
Massachusetts Street Railway the Common- 
wealth guaranteed nothing except the pay- 
ment of certain serial bonds which might 
be issued by the trustees, which in no event 
were to exceed in the aggregate $5,000,000. 

Undoubtedly the fact that the treasury 
of the Commonwealth stands behind the 
financial integrity of the Boston Hlevated 
Railway and not behind that of the Hast- 
ern Massachusetts Street Railway is re- 
flected in the difference in compensation 
heretofore paid to their employees. 

In the one instance, if the compensation 
were made higher than the traffic would 
bear the deficit would be made up by taxes 
assessed in the communities in which the 
company operates, while in the other, if 
long-continued, a deficit would result in the 
company ceasing to operate. 

Again, the Boston Blevated Railway is 
less likely to be affected by the competition 
of motor vehicles. Its gross revenue since 
its operation by the public trustees has 
steadily increased. 

The gross annual revenue of the Eastern 
Massachusetts Street Railway has steadily 
decreased, rather than increased. 

It is urged by the employees that no 
consideration should be given to the inter- 
ests of the stockholders in the fixation of 
wages. Assuming this to be true, we must 
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give consideration to the credit of the com- 
pany, as no public utility can hope long to 
succeed and furnish the service required 
for the public unless it is able to secure 
new capital to meet its capital expendi- 
tures. Such new capital cannot be obtained 
cles the conditions are such as to attract 
it) , 
_ Notwithstanding the desirability of mak- 
ing the service-at-cost plan a success, the 
public ought not, in my judgment, to expect 
to enjoy the transportation furnished by 
the Hastern Massachusetts Street Railway 
as at present organized unless it is willing 
to contribute in fare sufficient to pay the 
men who operate the transportation system 
a wage which is fairly comparable with the 
wage paid by other utilities furnishing a 
like service under similar conditions, par- 
ticularly when there is no indication that 
such wage is likely to be reduced in the 
near future. ‘ 


He referred to the necessity for the 
company, in order to exist, to change 
its system into a one-man car system. 
Further, that by this change the com- 
pany had been able to show extraor- 
dinary improvement in its financial 
condition and that the situation was 
now yery promising providing the com- 
pany received the co-operation of the 
men and that competition by motor 
buses was eliminated. 

Mr. Vahey in disagreeing from the 
majority award said that he believed 
that most of the reasoning was faulty 
and also that the increase granted was 
insufficient even from the point of 
view adopted by the majority of the 
board. He said that he disagreed in 
particular with the attitude of the 
majority in regard to the importance 
of financial questions in a wage de- 
termination. That these employees en- 
tered the railway service to perform 
certain ‘specified duties. That they 
were not consulted about any of the 
numerous problems of construction and 
investment and that they must not be 
forced to take upon their shoulders any 
of the burdens created by unwise or 
unfortunate decisions of the present 
or past managements. 


The “Co-operator” Offers Helpful 
Suggestions 


The Department of Street Railways, 
city of Detroit, is publishing monthly 
for its employees the “Co-operator,” to 
develop a personal relation between the 
officials and their subordinates, as well 
as between the employees in the differ- 
ent divisions of the department. Mayor 
Doremus in congratulating the editors 
of the “Co-operator” says that each 
person should be encouraged to do his 
best and that faithful or meritorious 
service should be rewarded by a word or 
two of appreciation. He saidithat the 
pamphlets should prove invaluable in 
bringing about a closer spirit of co-oper- 
ation among the many employees. 

Number 3 of Vol. 1 contains an in- 
structive article entitled “Co-operative 
Carefulness,” by H. B. Selden, claims 
attorney. Mr. Selden remarks in his 
article that during the month of June 
the Department of Street Railways had 
2,080 accidents, the majority of which 
were due to heedless and irresponsible 
automobile drivers. He adds that abso- 
lute safety can be obtained only by the 
personal co-operation of every individ- 
ual in the community. 

This particular article is one of three 


written by three department heads in 
answer to the question: “What would 
you say if you could talk to the 3,500 
platform employees face to face on what 
would tend to better co-operation on the 
part of the platform men in connection 
with the work of your division?” Two 
other articles helpful with suggestions 
were also printed in No. 3 issue of the 
“Co-operator.” The authors of these 
articles are H. B. Gould, electrical engi- 
neer, and P. A. Kerwin, superintendent 
of tracks. 


Must Explain Why Service Can- 
not Be Restored in Spartanburg 


An order of the Supreme Court of 
South Carolina has been served on 
George B. Tripp, general manager of 
the South Carolina Gas & Electric 
Company, Spartanburg, requiring that 
he appear before that body in Columbia 
on Aug. 28 to show cause why full 
railway service should not be resumed 
in Spartanburg. The order followed 
the securing of the signatures of 
Associate Justice R. C. Watts, together 
with a copy of the supplemental 
petition of the city of Spartanburg ask- 
ing for such an order. 

The petition of the city claims that 
the Railroad Commission did not have 
the power to issue the order of June 
22 which authorized the abandonment 
of service in the city of Spartanburg on 
July 21. The petition declares that 
the amendment of 1923 to the act en- 
larging and defining the powers of the 
Railroad Commission expressly denied 
to the commission authority to make 
such order. The petition charges. that 
on July 22 and before the dawn of 
July 23, the company removed all of 
the trolley wires within the city of 
Spartanburg through which the power 
to operate its street cars was de- 
livered; that said trolley wires and 
appliances were a valuable part of the 
property heretofore dedicated to the 
service of the public under the charter 
and franchise under which the said 
street railway was operated. 

The city reviews the history of the 
controversy which dates back to Janu- 
ary of this year. The events leading 
up to the order of the commission were 
told in these columns previously. The 
city in its petition prays that the court 
issue its writ of mandamus requiring 
and compelling the respondents forth- 
with to restore the trolley wires and 
appurtenances necessary to the opera- 
tion of the electric railway system in 
the city of Spartanburg; to restore the 
torn up and dismantled portion of its 
railway track in the city of Spartan- 
burg; to resume operation of its elec- 
tric railway systems in the city of 
Spartanburg and restore and maintain 
adequate car service thereon, and for 
such other relief as to the court may 
seem just. 

President Tripp stated that he had 
no comment to make concerning the 
move of the city to compel the traction 
company to restore railway service in 
the city. Service was abandoned on 
July 22, 


Commission Engineers Drawing 
Up Subway Plans 


Approval was given on Aug. 3 by 
the Board of Estimate of New York to 
the two Brooklyn-Manhattan subway 
routes. 

F. D. Waterman, chairman of the 
Committee of One Thousand, which 
urged the prompt construction of a 
new subway in Brooklyn and another 
in Manhattan, wrote the Transit Com- 
mission about the need of haste by the 
commission in doing its part to pro- 
vide these added facilities. He said it 
was up to the Transit Commission to 
draw up the plans, which in turn must 
go back to the Board of Estimate for 
approval in detail. Mr. Waterman said 
that the Committee of One Thousand 
would suspend its active campaign for 
the time being, but that it would not 
disband. 

Chairman George McAneny of the 
New York Transit Commission gaid that 
that body would have its engineers be- 
gin on Aug. 6 the task of drawing up 
plans. 


$60,000,000 Tunnel Project 
Under Way 


Work has been started on the Staten 
Island tunnel, connecting Brooklyn and 
Richmond. There are to be twin tubes 
for the use of both passenger and 
freight traffic, and their length between 
portals will be more than 5 miles. 

The estimated cost of the project is 
$60,000,000. With railroad connections 
at Bay Ridge, Brooklyn and at Arling- 
ton, S. I., the total distance involved 
will be about 10 miles. The subaque- 
ous section of the new tube will be 
10,500 ft. 

The municipal tunnel under the Nar- 
rows was directed by a legislative act, 
passed in 1921, and construction is car- 
ried on under a War Department permit, 
issued last September. The project is 
designed to maintain the supremacy of 
the port of New York. : 

The first digging is the construction 
of the Shore Road shaft in Brooklyn. 
The contract for this portion of the 
job was awarded by the Board of Hsti- 
mate to Patrick McGovern, Inc., for 
$495,000. It involves the furnishing 
and erecting some 1,300 tons of struc- 
tural steel, placing of 5,000 cu.yd. of 
concrete and excavating 10,000 cu.yd. 
of earth under compressed air. 

The same contractor received the 
award for the building of the St. George 
shaft on Staten Island. The agreement 
was signed last month. 

The new tube will have tracks not 
only for railroad freight and passenger 
traffic, but there are plans to use the 
underground way for rapid transit. 
Engineers of the Transit Commission, 
however, expressed disapproval at put- 
ting subway trains in the same tube 
with railroad freight cars. This is one 
of the questions yet to be worked out. 
At all events, the Narrows tunnel will 
give a direct rail connection between 
the roads entering greater New York 
from opposite sides. 
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Arbitration Proceedings 
Under: Way 


Arbitration proceedings were started 
in Boston on Aug. 8 to settle the dif- 
ferences between the Boston Elevated 
Railway Company and its employees. 
George L. Mayberry, a Boston lawyer, 
has been agreed upon as the chairman 
of the board of arbitration with James 
H. Vahey representing the carmen and 
Charles W. Mulcahey representing the 
company. 

There are five matters that the union 
officials and the company officials have 
been unable to agree upon, and which, 
therefore, went to arbitration. They 
are rate of wages; differential between 
wages of two-man car operators and 
the operators of one-man cars and 
buses; shorter working day on Sundays 
and holidays; one day off each week 
with pay; and increase in the eight- 
hour runs. Any adjustment which the 
board makes will be retroactive to July 
1, and will remain in force one year. 

The men are demanding 91 cents an 
hour, as a basic rate; they are now 
receiving 61 cents. They are demand- 
ing a large increase for the one-man 
car and the bus operators, up to $1.20 
an hour for the latter if the two-man 
ear operators should be awarded 80 
cents. They want to work only six 
hours on Sundays and holidays, with 
pay for eight hours. 


Love Your Enemies Slogan in 
St. John 


“An eye for an eye, and a tooth for a 
tooth” is a philosophy with which the 
New Brunswick Power Company, St. 
John, N. B., has no sympathy. It be- 
lieves in returning good for evil. For 
the past two years the company and 
the city of St. John have been in the 
throes of a conflict over the distribu- 
tion of hydro-electric current. The 
company sought the right to distribute 
the current in St. John and suburban 
communities, while the city decided to 
install a civic distribution system, con- 
necting with the hydro plant at 
Musquash River, 15 miles from St. 
John. 

Despite the fact that the city has 
been installing poles, ornamental lights, 
transmission wires, distribution sta- 
tion, etc., in direct competition with the 
company, the company has not cur- 
tailed its scheduled plans for improve- 
ment in all services. New rails are 
now being laid through the pr‘nc pal 
streets of St. John. The roadbed in 
various parts of the city is also being 
repaired. Additional rolling stock is 
being purchased. Despite many re>uffs 
received from the representatives of 
the city, the company is improving its 
railway service. 

Although the company is apparently 
passive in its attitude toward the city, 
yet it is going to fight, in its own way, 
the city’s going into the light and 
power business. Substantial reduc- 
tions have already been made by the 
company in house lighting rates. The 
civic distribution system that was to 


have been ready for operation in May 
is not yet ready and indications are 
that it will not be in operation until 
the latter part of August, and then 
only to a comparatively slight degree. 
The New Brunswick government insists 
that the city pay $12,000 for the month 
of June, although no current was used 
because of a contract entered into by 
the City Council of St. John, under the 
provisions of which the city guaranteed 
this sum to the government for June, 
whether or not current was taken. 

The Federal Light & Traction Com- 
pany is the new owner of the New 
Brunswick Power Company. Its man- 
agement representative is Sanderson & 
Porter. 


Jersey Men Still Out 


President McCarter Insists Upon Com- 
prehensive Settlement of Present 
Problem—More than Men 
and Money Involved 


Efforts so far made to compose the 
differences between the Public Service 


Railway of New Jersey and _ its: 
employees, now, on strike, have all 
failed. In consequence local transpor- 


tation in New Jersey in the territory 
formerly served by the company -is 
still all being given by jitney. As Presi- 
dent McCarter sees it, to use his own 
words, the matter has gotten beyond 
negotiations between the men and the 
company. He says that his statement 
still holds good that he will be glad to 
see the men any time they choose to 
confer with him, but “in the present 
posture of affairs I cannot conceive of 
anything that would be accomplished 
by such a conference.” 


PuBLIC Must Br CONSIDERED 


This is the attitude taken. by Mr. 
McCarter in a letter of Aug. 8 to Presi- 
dent Osborne of the Board of Public 
Utility Commissioners, in which the 
head of the railway says further that 
“Gt is time for all who are charged with 
any responsibility in this matter to 
work out a comprehensive settlement.” 
It was for this purpose, said Mr. Mc- 
Carter, that he suggested a conference 
with the board in an earlier letter. 

On the other hand, Mr. Osborne takes 
the attitude that the public is entitled to 
transportation facilities. He threatens 
that if the company and its former 
employees assume an arbitrary and 
unreasonable attitude, and thus make 
the prompt resumption of service im- 
possible, “the present jitneys will be 
augmented sufficiently to give the 
public adequate permanent service.” 

He says that the desire of the com- 
pany to protect the investment of its 
security holders is a duty of ‘the com- 
pany and that the men may desire to 
protect their jobs, but that in his view 
the company and the men should make 
further efforts to compose their dif- 
ferences. In the event of failure he 
says the board may then be called upon 
to act in accordance with its statement 
of Aug. 6. As a basis for negotiations 
he suggests: 
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1. An immediate conference between 
representatives of the company and the 
men. 

2. An immediate temporary advance in 
wages, with a further increase after a 
seasonable lapse of time, the amount and 
the time to be agreed upon in conference 
and to be consistent with the prevailing 
wages in the industry and with the com- 
pany’s resources, 

3. The taking of steps by the company 
to effect a reorganization if its financial 
structure to include the cutting off of non- 
paying lines not necessary to co-ordinate 
the service as a whole, where it is apparent 
that buses could better and more econ- 
omically serve the public. 

4. The seeking of co-operation of the 
various municipal authorities with a view 
to maintaining such service by bus as may 
be necessary, but restricting and rerouting 
buses so that ruinous competition may be 
reduced to a minimum and the _ public 
afforded a more comprehensive and efficient 
transportation system. 


Mr. Osborne says that in agreeing 
to such a conference he would not con- 
sider either party committed to or 
bound in any way by the suggestions 
just set down. They were offered by 
him merely in the hope that both sides 
to the controversy, having a due regard 
for the public interest, might find in the 
suggestions a common ground for the 
adjustment of their differences. 


SIx-MoNTH PERMITS FAVORED 


Reverting to the statement of Mr. 
Osborne of Aug. 6, the chairman of the 
commission said at that time that 
unless the company and the employees 
were quick to compose their differences 
the board stood ready to approve so- 
called long-term permits for the opera- 
tion of jitneys now running under the 
present emergency regulations. He 
said: 

Mhe: parties to the controversy should not. 
lose sight of the fact that their paramount 
duty is to the public. They can accomplish 
nothing standing at arm’s. length. There 
can be no doubt that some reasonable 
settlement is possible and negotiations: 
should now be in progress to that end. 

Unless an immediate effort is made by 
the company and the men to compose their 
differences, the Board of Public Utility 
Commissioners will indicate to the various 
municipalities affected its willingness to 
approve of long term permits for the 
operation of jitney buses to meet not only 
the present emergency, but to insure the 


public the future service to which it is 
entitled. 


The board will, furthermore, under the 
statute, call upon the Public Service Rail- 
way to show cause why it should not fur- 
nish safe. adequate and proper service as 
required by law and the provisions of its: 
charter. . 

Thomas L. Raymond, Director of the 
Department of Streets and Public Im- 
provements of Newark, in a statement. 
on Aug. 6, declared that if the cars were 
not in operation by the next morning or 
if a plan for the immediate resumption 
of service was not placed in his hands 
by that hour he would issue 200 six 
months’ permits to jitney owners. 

The commission met on the morning” 
of Aug. 9. Edmund W. Wakelee, vice- 
president of the railway, sent word to: 
Mr. Osborne that the latter’s sugges- 
tion made on the afternoon of Aug. 8 
looking toward a conference of the 
company and the strikers would re- 
ceive due consideration. At noon the 
board was reported still to be going 
over the entire situation with a view to: 
possible further action. It was said 
unofficially at that time that the board 
might defer any definite action on its. 
part until Saturday in view of the state- 
ment from Mr. Wakelee. 
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Mr. Mayo Makes No Promises 
for Detroit 


William B. Mayo, the newly appointed 
general manager of the Detroit Depart- 
ment of Street Railways, in outlining 

briefly his policies, stated that he will 
make no promises as to the future, 
pending the completion of reorganiza- 
tion of the plant taken over by the city. 
The work of general manager has been 
taken up by him at the request of 
Mayor Frank E. Doremus, and he has 
assumed the duty as a citizen to offer 
his best efforts in helping the city solve 
its transportation problem. 

The governing idea with Mr. Mayo is 
that the citizens of Detroit desire the 
best railway transportation regardless 
of the merits or demerits of public oper- 
ation. As he sees it the Detroit sys- 
tem, as a result of years of unfortunate 
controversy, had stagnated. The first 
task is to build a stable foundation. 
After that has been achieved the much- 
jesired and anticipated innovations and 
improvements will inevitably come. 

Mr. Mayo expressed the opinion that 
the first problem, namely, the task of 
securing the confidence of the majority 
of the people, has been solved. 

It was necessary to show, according 
to the general manager, that the sys- 
tem would be operated without politics; 
that no expense of the system had been 
assessed against the taxpayers and that 
there is no indication whatsoever that 
there will be. 

The street railway officials are hope- 
ful of being able to announce within a 
few weeks, definite plans for rebuilding 
the property—plans which could not be 
developed until the completion of the 
first year of operation and comparative 
monthly figures were available as a 
guide. 

Mr. Mayo paid a tribute to employees. 
He further cited that the men in the 
Department of Street Railways are not 
only taking care of Detroit’s transpor- 
tation problems, but that they are in 
a sense buying the plant outright for 
the people within a ten-year period. 

The report of the Bureau of Govern- 
mental Research was referred to in the 
Eectric Ratbway JourNAu for July 7, 
page 34. The trustees of this bureau 
are all big business men, among them 
merchants, bankers and engineers. 


Will Spend $65,000 in Electrifying 
in West Texas 


The West Texas Utilities Company, 
with headquarters at Abilene, has pur- 
chased the Roby & Northern Railway, 
a line 4.542 miles long, extending from 
North Roby to Roby, and announces 
that it will spend $65,000 in electrify- 
ing this short line. Terminals will be 
built both at Roby and at North Roby. 

The line was constructed in 1915 
under charter from the state granting 
carrier privileges for fifty years. It 
was the second and successful attempt 
of Roby, county seat of Fisher County, 
to get rail connection with the outside 
world. In 1907 Roby citizens sub- 
seribed funds used to project a line 
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from McCaulley to Roby, a distance 


-of about 14 miles, but the financial 


panic came on and the road gave up 
its activity, leaving its construction loco- 
motive, caboose and material stranded 
at Pledger, to which point in 1907 steel 
had been laid. Years went by before 
Roby undertook again to get in touch 
with the rest of the world. 

Citizens of Roby in mass meeting 
May 1, 1915, decided to build, this time 
from North Roby, nearly 5 miles away, 
where connection could be made with 
the Katy. The road wasechartered May 
4, 1915, with a capital of $10,000, and, 
the line was completed in the latter part 
of the year. The first regular train was 
operated over the line Jan. 3, 1916. 


Arbitrators Appointed to Settle 
Municipal Wage Dispute 


Judge Harry J. Dingeman has been 
selected as the third arbitrator in the 
wage dispute between the Department 
of Street Railways and the employees 
of Detroit’s Municipal System. He will 
act with the first two arbitrators se- 
lected, Judge EH. J. Jeffries for the 
employees and Frank D. Eaman repre- 
senting the city. Aug. 10 was set for 
the first meeting of the arbitrators. 

Two important announcements were 
made regarding the dispute. One was 
that the question of wages and condi- 
tions of labor and these matters only 
would be submitted to the arbitrators 
without delay. The other was that the 
questions of recognition of the union 
and of open shop would be dropped 
from consideration for the present. 

Officials of the union repeated their 
denials that the demand had been made 
for recognition of the union and the 
closed shops, the discussion of which, 
according to Mayor Dioremus, was pro- 
hibited by the city charter. 

On the municipal lines, platform em- 
ployeés now receive 56% cents, 59% cents 
and 62% cents an hour with 75 cents an 
hour for overtime work in excess of 
eight hours. One-man car operators 
are paid 5 cents an hour more than other 
platform men. Employees of the D.S.R. 
are also given one week’s vacation with 
pay each year. 


Z> 
News Notes 


Ordinance Again Defeated.—The fran- 
chise providing for a renewal of the 
franchise rights of the Alton, Granite 
& St. Louis Traction Company in Alton 
has been defeated for’the second time. 
Alderman Pastorius moved the rejec- 
tion because the company had failed to 
deposit $50 required of firms or cor- 
porations introducing ordinances. 

Men Seeking Increase.—The contract 
of the Macon Railway & Light Com- 
pany, Macon, Ga., with the employees 
of the railway lines expired on Aug. 1. 
The men are demanding an increase in 
wages before signing a new contract. 
Under the old scale the wages were 36 


to 54 cents an hour, depending on the 
length of service. The company has 
refused to grant the increase. 

Limit of Service Reached.—At a hear- 
ing by the Transit Commission on Aug. 
2 it was brought out by engineering 
experts that the rolling stock of the 
Interborough Rapid Transit Company, 
New York, N. Y., is not able to main- 
tain a three-minute train schedule. The 
hearing was on an appeal by the trac- 
tion company on the commission’s three- 
minute order. 


Working for Personal and Equipment 
Cleanliness.—The management of the 
East St. Louis & Suburban Railway has 
adopted a plan whereby all motormen 
and conductors who meet certain re- 
quirements as to cleanliness are given 
a one-day holiday with pay. Recently, 
President Sawyer wrote letters to thirty 
conductors and motormen informing 
them that they had won the coveted 
holiday. It is the aim of the company 
also to have the East St. Louis cars 
the cleanest of those in any industrial 
city in the country. 


Insuring Employees. — The Public 
Service Inc., New Orleans, through 
H. B. Flowers, president and general 
manager, is soliciting group life insur- 
ance upon each of its 4,100 employees, 
men and women alike, with the view of 
presenting to each of them, without 
expense to the insured, a life insurance 
policy, the amount of the policy to be 
graded according to the seniority, in 
service, of the employee. The award 
will be made by contract, through com- 
petitive bidding. The total face value 
of the policies to be written under the 
contract is estimated at $4,100,000. 


Closer Contact for Public Relations 
Department.—Transfer of the depart- 
ment of public relations of the Indiana, 
Columbus & Eastern Traction Company 
and the Columbus, Newark & Zanesville 
Traction Company from Springfield to 
Columbus, Ohio, will be made soon ac- 
cording to an announcement from head- 
quarters in Springfield. The transfer 
will bring the department in closer con- 
tact with activities that are centralized 
at Columbus and permit it to function 
more smoothly. Arthur V. Bland, di- 
rector of public relations, and Robert 
H. Bryant, William Culp, Paul M. Culp, 
and J. W\ McCloy will go to Columbus 
as members of the department. 


Company PurcHKasing Property. — 
Plans are rapidly being developed by 
the Monongahela West Penn Public 
Service Company, Fairmont W. Va., for 
a terminal in Fairmont. In connection 
with such plans several purchases of 
property in the heart of Fairmont have 
recently been made. The latest pur- 
chase made by the company is a lot in 
Fairmont on Locust Avenue. In view 
of the fact that the railway not long 
ago purchased what is known as the 
Arnett property at the end of the South 
Side bridge in Fairmont for a terminal 
site, it is not known just what use will 
be made of the Locust Street property 
but it is thought that the latter may be 
used as a temporary terminal. 
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Foreign News 


A Novel Car at Hull, England 


Experiments are now being conducted 
on the Hull city tramways with a car 
designed by E. L. Rayner, the general 
manager, which has several interesting 
features. The greatest novelty is a 
double worm drive. The whole vehicle 
is of specially light construction, as 
though it seats sixty-four passengers, 
its weight is only 8 tons. The stair- 
way to the top deck is in the interior. 


Suggested Improvements by 
London Employees 


During the twelve months ended 
June 30, 1928, no fewer than 3,833 
“Suggestions” were received by the 
London Underground Railway Company 
from the staff. Of these, 300 were 
accepted and awards made. Since 1917 
a total of 22,850 “Suggestions” have 
been made and they continue to arrive 
at an average rate of 320 a month. The 
Underground Suggestions Bureau has 
been in existence in 1910, 


London Underground Dividends 


For the past half year the companies 
associated in the London underground 
railways group have, in addition to 
the payments on preference stocks, 
declared the following dividends on 
their ordinary stocks: Metropolitan 
District Railway, 14 per cent (being 
the same as a year ago); London 
Electric Railway, 2 per cent (against 
2 per cent); City & South London 
Railway, 2 per cent (compared with 1% 
per cent); Central London Railway, 2 
per cent (the same as last year); 
London General Omnibus Company, 4% 
per cent tax free (against 4 per cent). 


London Traffic Regulation 


At last there seems to be a prospect 
of something being done to constitute 
a general street traffic authority for 
Greater London. Such a step has been 
discussed and advocated for many 
years, but conflicting interests and 
politics have stood in the way. In face, 
however, of the growing street conges- 
tion, which has in many places become 
intolerable, the Ministry of Transport 
has for some time been directing special 
attention to the subject. In June and 
July the Parliamentary Secretary to 
the Ministry held conferences with 
representatives of local authorities, 
tramway and omnibus undertakings and 
others concerned, and the expectation is 
that in the coming autumn the govern- 
ment will introduce a bill in Parliament 
to deal with the subject. The scheme 
will probably embrace a wide area 
around London as well as the metropolis 
itself. A proposal that appears to find 
favor is that the Minister of Transport 
should be authorized to deal with 
problems of London traffic on the advice 


of a committee consisting of represen- 
tatives of the Home Office, the Metro- 
politan Police, the county councils of 
London and surrounding counties, trans- 


port undertakings and transport 
workers. Probably a scheme of this 
kind would not meet with the opposition 
which might be raised in many quarters 
to the constitution of an independent 
expert traffic board with more or less 
autocratic powers. That such a board 
should be formed, with powers to 
initiate new schemes for transport, was 
recommended by a royal commission 
nearly twenty years ago, and varieties 
of the proposals have since then been 
put forward by various committees 
appointed to examine the question. 


Cheap Railway and Bus 
Through Fares 

The London Underground companies 
began an experiment on July 1 to bring 
the countryside nearer to central Lon- 
don by the introduction of through 
tickets from the principal stations in 
the central London area to the outlying 
country districts served by rural motor 
bus. These tickets will be issued on Sun- 
days and bank holidays and will have 
the effect of cheapening the journey 
from central London and shortening the 
motor bus rides through the congested 
streets of the central area. 

The combined fare for railway and 
bus is remarkably cheap. For a total 
distance of 16 miles the charge is 1s., 
and for 26 miles it is is. 9d. 


Finance—A Great Improvement 


The tramway accounts of the London 
County Council for the year ended 
March 31, last, show a surplus of 
£230,250 after payment of all charges 
including interest and sinking fund. For 
the previous year there was a deficit 
of £88,757. The total revenue was 
£4,895,605, as compared with £5,160,320 
in the previous year. The working 
expenses were £3,660,577, against 
£4,386,891. The gross surplus was 
thus £1,235,028, against £773,429. After 
deducting cost of renewals, interest, 
sinking fund; income tax, etc., the net 
surplus was £230,250, as above. The 
working expenses (excluding renewals) 
per car-mile were 13.86d., compared 
with 17.68d., while the passenger re- 
ceipts per car-mile were 18.13d., against 
20.39d. The number of passengers was 
733,811,867, against 688,151,316. For 
the current year it is estimated that 
there will be a net surplus of £78,617. 


Operation to Start 
The Domodossola Locarno Electric 
Railway in Northern Lombardy of 
meter gage and 1,500-volts d.c. will 
start operation the latter part of this 
summer. It gives a direct connection 
between Locarno, the Swiss city on Lake 
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Maggiore, and Domodossola, the south- 
ern terminal of the Simplon Tunnel 
electric line. Although almost entirely 
on Italian territory, it will serve mostly 
Swiss traffic, as it is the only direct con- 
nection between the Swiss cantons of 
Valais and Ticino. The first consign- 
ment of motor and trailer cars has been 
received from the Carminati & Toselli 
Car Works, Milan. 


More Underground Station Im- 
provements in London 

The last nine years have seen a great 
increase in the traffic at the two under- 
ground stations at Tottenham Court 
Road, London. In 1913 the number of 
passengers making use of both Hamp- 
stead line and Central London line sta- 
tions amounted to 20,000,000. Last year 
the number had increased to 28,000,000. 
This remarkable growth in traffic has 
made it imperative for some scheme to 
be introduced whereby the transit of 
passengers from booking hall to plat- 
form level can be accelerated. Con- 
tracts amounting to £125,000 have been 


. placed with Messrs. John Mowlem & 


Company and Messrs. Waygood Otis 
for what is virtually an entire recon- 
struction of these two stations. 

The Central London station will be 
abandoned and the present Hampstead 
line booking hall beneath the road level 
will be enlarged and will act as a com- 
mon booking hall for the traffic of both 
lines. Moving stairways will convey 
passengers from this common booking 
hall direct to the platform level. Fur- 
ther, the present arduous stairs and 
subway interchange between the two 
lines will be no longer necessary. 
Hampstead line passengers wishing to. 
change on to the Central London line 
will be able to do so by escalator. 

With a view to minimizing street. 
accidents at this important junction 
where Tottenham Court Road, Charing 
Cross Road and Oxford Street meet, 
from the site of the present Central 
London station a subway will also be 
constructed connecting with the booking 
hall beneath the road. Passengers will 
therefore be able to gain the station 
without having to cross the »oad at 
this busy point. In the enlarged book- 
ing hall passimeters will also be intro- 
duced, thereby further speeding up the 
handling of the traffic. 

When the improvements are com- 
pleted, not only will congestion be en- 
tirely avoided but it is estimated that 
the time taken between entering the 
booking hall and reaching the plat- 
form will be reduced by half a minute. 
It is estimated that five seconds per 
train will be saved in the loading of 
the northbound trains to Highgate and 
Golder’s Green during the rush hours: 
by the introduction of escalators. 


Track Switches in Milan 

The Milan municipal railway has de-. 
cided to install electrically operated 
track switches at a large number of 
busy traffic points. The switches so far 
installed are of Oerlikon make. Switch- 
points and frogs are mainly of Edgar 
Allen, Ltd., Sheffield. 
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Financial and Corporate 


Cuban Company Makes 
Good Showing 


Railway Department of Company in 
Havana Shows Net Earnings 
Increase of 15.1 per Cent 
in 1922 


The net profit of the Havana Electric 
Railway, Light & Power Company for 
the year ended Dec. 31, 1922, was $2,- 
235,881. So far as the railway depart- 


CONDENSED PROFIT AND LOSS ACCOUNT 
OF HAVANA COMPANY FOR THE YEAR 
ENDED DEC. 31, 1922 
Light 


Railway and Power 
Department Department Total 
Gross earnings 
rom opera- 
HoLisince ear $5,756,438 $7,154,268 $12,910,707 
Operating ex- 
penses....., 3,689,592 2,262,856 5,952,449 
$2,066,846 $4,891,412 $6,958,258 
Deduct 
Taxes, U.S. A. $20,746 $28,000 $48,746 
Taxes, Cuba... 33,400 271,000 304,400 
Trigo Annuities Say (ea F 
Interest....... 616,188 470,819 1,087,007 
$673,707 $769,819 $1,443,526 
$1,393,139 $4,121,593 $5,514,732 
Deduct 
Reserve for de- 
preciation... $589,370 $1,710,629 $2,300,000 
Reserve for con- 
tingencies... 153,749 446,252 600,000 
$743,119 $2,156,881 $2,900,000 
$650,019 $1,964,712 $2,614,731 
Add 
Interest on deposits.............-..++- $88,122 
oe TOME BECUTIVICS. o...0 2S ee 18,554 
SIR HERMES ats D UVa ala) ighccicyells covinis toile spars 38,190 
Other miscellaneousincome............ 44,187 
$189,053 
$2,803,784 
Deduct 
Miscellaneous accounts written 
off, net.. . $120,468 
Amortization of discount and 
expenses on funded debt. . 130,557 
Provision for sinking fund of 
thirty-seven-year English 5 
per cent moreome bonds of 
compafiia de Gas y Electrici- 
dad de la Habana......... 15,949 
Provision for sinking fund of 
consolidated mortgage 5 per 
cent gold bonds of Havana 
Electric Railway.......... 131,666 
Provision for sinking fund of 
general mortgage 5 per cent 
sinking fund gold bonds of 
Havana Electric Railway, 
Light & Power Company. . 135,513 
Premium on redemption of 
five-year 7 per cent secured 
convertible auen notes, peed 
Sept. 1, 1921.. 33,750 567,903 
Net profit for the year, carried ml 
PORUMONISTACCOUNE. Wye. 3... re $2,235,881 


ment is concerned the results showed a 
decrease of 3.96 per cent in gross earn- 
ings, but an increase of 15.1 per cent in 
net earnings compared with 1921. 


At the beginning of the year 1922 
the operating schedule required 434 
cars on week days and 4385 cars on Sun- 
days. During the year it was increased 
to 448 cars on week days and 452 on 
Sundays and one new line was added, 
making the total thirty-five. The larg- 
est number of cars in circulation at one 
time was 478 on March 5, Pinata Sun- 
day, the second Sunday of Carnival. 

For the first time since 1915 the rail- 
way earnings decreased. The increases 
in 1921 and 1920 were unprecedentedly 
large. If, instead of taking the actual 
figures for the past three years (1920, 
1921 and 1922), the figures are ex- 
tended over the average rate of in- 
crease found in 1916 to 1919 inclusive, 
the results are within 3 per cent of the 
actual earnings. 

Just as in the two other principal de- 
partments, the feature of the year was 
the increase in net earnings due to the 
reduction of operating expenses, and it 
is worthy of note that the gain in net 
earnings was more than $100,000 
greater than it was in 1921, although in 
that year there was also an increase of 
18 per cent in total earnings. The sav- 
ing in 1922 was due to the combination 
of several factors, the salient ones of 
which were: the readjustments of 
wages of common labor in July, 1921, 
ot conductors and motormen and car- 
house men in September and October, 
1921, and of shop men in February, 
1922, the lower cost of fuel for the 
power plant, reductions in the cost of 
all maintenance material, and improve- 
ments in the organization and equip- 
ment of the shops and the track depart- 
ment, all of which will be further de- 
scribed under the appropriate headings. 

There were no labor disputes and 
relations with the entire personnel of 
the railway division were excellent. The 
readjustment of the pay of mechanics 
and other skilled workmen, in February, 
was combined with a number of changes 
and improvements in the classification 
and distribution of work, especially in 
the car shops. 

The total payroll of this division was 
reduced by about $3,500 per month. 

The results obtained from the new 
model cars put in service in 1921 and 
1922 were so satisfactory that it was 
decided to build more of them instead 
of reconstructing cars of the old type 
that were too short to accommodate 
eighteen seats. Eight were built for re- 
placement in 1922. 


STATISTICS OF RAILWAY SERVICE AT HAVANA 


1921 1922 -—-Increase over 1921-— 
ber of passengers carried.,........ 116,272,911 113,011,816 3,261,095* 2.80%* 
Poemkree calies Aer * since Soe TREE SA 17,624,763 17,532,658 92,105* 0.52%* 
Passenger earnings .....-.....--...-+.+0005 $5,813,645.55  $5,650,590.80 $163, 054.75%* 2.80%* 
Passenger earnings per car zaile STA Re 32.99 32.22 0077* 2.33%* 
Total earnings from operation. . .. eee $5,993,610.70 $5,756,438. 47 $237, 172. 23* 3.96% * 
Total operating expenses............ ... $4,197,911.11  $3,689,592.87  $508,318.24* 12. loz" 
Total operating expenses per car mile A 23.82 21.04 .0278* 11,67%* 
Operating ratio.........-..+.0..5-5+: vans 70.40% CI ATITZA, 05 USE 5 a er 
Net arn Me from operation . $1,795,699.59  $2,066,845.60 $271,146.01 15.10% 


*Decrease 
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New York Lines Improve 


City Lines Taken as Whole Show 
$339,693 Net Corporate Income 
for Ten Months 


The street railway lines of New York, 
including the subway and _ elevated 
companies, for the first ten months of 
the fiscal year 1922-1923, that is, from 
June to April, inclusive, show a mate- 
rially improved financial condition, ac- 
cording to figures compiled from the 
monthly reports of the companies and 
made public by the New York Transit 
Commission. The companies, taken as 
a whole, show a net corporate income of 
$339,693. For the corresponding ten 
months of last year they showed a 
deficit of $3,110,532. 

The reports for March and April show 
the highest mark yet reached by the 
various lines in their recovery from the 
conditions arising out of and following 
the war. 

The tabulation below gives the re- 
sults by months, those months in which 
there remained an actual deficit, namely, 
July, August and September, 1922, and 
January and February, 1923, being indi- 
cated: 


Improvement Over 


Net Corporate Corresponding 


Income or Month o 

Month (D) Loss Last Year 
July, 1922) ob) SS bs5,977) $516,869 
August, 1922 D 380,630 214,142 
September, 1922 D 158,132 96,007 
October, 1922 90,062 431,342 
November, 1922 61,696 178,170 
December, 1922 169,268 247,054 
January, 1923 D 10,849 273,900 
February, 1923 D 369,462 160,467 
March, 1923 510,286 340,046 
April, 1923 563, 422 312,836 
$339,693 $2,770,838 


In April the subway and elevated 
lines of the Interborough and the for- 
mer B. R. T. companies showed a com- 
bined net corporate income of $357,401. 
The net corporate income of the Inter- 
borough subway lines amounted to 
$312,557, and of the B. R. T., now the 
B.-M. T. rapid transit lines, to $159,022. 
The Manhattan elevated lines of the 
Interborough system, however, despite 
the efforts which have been made to 
build up traffic on those lines, still 
showed a deficit of $114,178. 

The surface lines of the city had 
$206,020 net corporate income for April. 
The best showing was made by the 
Brooklyn City Railroad, with net corpo- 
rate income of $221,513. All of the 
Brooklyn surface companies showed net 
corporate income except the Brooklyn 
Heights and the Coney Island & Grave- 
send companies, which reported deficits 
of $59,743 and $12,142, respectively. 

The New York Railways showed an 
April balance on the wrong side of the 
ledger of $152,881. This large deficit, 
however, was in part offset by the net 
corporate income of $83,483 reported by 
the New York & Harlem, operating the 
Fourth and Madison Avenue lines, and 
by small net incomes for other compa- 
nies, so that as a whole the surface lines 
on Manhattan Island showed a _ net 
corporate deficit of $70,900. 

All of the lines in Queens showed 
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deficits, while in Richmond, though the 
Richmond Light & Railroad Company 
showed a net corporate income of $51,- 
338, the municipally operated Midland 
lines showed a deficit of $1,452. 

The Transit Commission has also 
made public abstracts of the reports 
of several of the companies for the 
month of May. Among these com- 
panies the Interborough showed a net 
corporate income of $240,659, an in- 
crease of $248,648 over May, 1922, when 
a deficit of nearly $8,000 was reported. 
The subway lines in May showed a net 
corporate income of $301,473, an in- 
crease of $38,445 over May, 1922. The 
deficit on the elevated lines for May 
was $60,814, as against $271,017 in the 
previous May. The big drop in the ele- 
vated deficit is, of course, due largely 
to the Interborough reorganization, un- 
der which, at the instance of the Tran- 
sit Commission, the fixed charges of 
the company, in respect of its elevated 
obligations, were greatly reduced. 

The New York Consolidated Railroad, 
now the New York Rapid ~ Transit 
Corporation, of the B.-M. T. system, 
showed for May a combined net corpo- 
rate income of $237,681, as against 
$162,656, a gain for the year of more 
than $75,000. 

The Third Avenue Railway system, 
consisting of the Third Avenue Railway, 
the Union Railway in the Bronx and 
other controlled companies, showed a 
net corporate income for the month of 
$52,568, which was, however, a decrease 
of $16,981 from the May, 1922, figures. 

The New York Railways, through its 
receiver, Job E. Hedges, reported a net 
deficit for May of $150,475, as against 
a deficit in May, 1922, of $123,332. 

The Interborough in May, 1928, car- 
ried 91,670,511 passengers. This was 
slightly over 4,000,000 more than in 
May, 1922. The New York Consoli- 
dated’s May passenger traffic was 45,- 
132,423, an increase of about 4,700,000 
over the previous May. The Third Ave- 
nue system, with 5,316,509 May pas- 
sengers, showed a falling off from 
May, 1922, figures of 139,000. A de- 
crease of passengers carried was also 
shown by the New York Railways re- 
port, the traffic of 13,687,205 being less 
by 960,899 than that in May, 1922. 


Wisconsin Railways Earned 
3.12 per Cent in 1921 


Due to the ever-increasing demand 
for gas, electric, telephone and electric 
railway services, the public utilities of 
Wisconsin show a tremendous growth 
in the amount of money invested in the 
business, in the total revenues received 
and in the number of customers served. 
These facts are all brought out in the 
latest report of the Railroad Commis- 
sion of Wisconsin, which does not in- 
clude the figures for 1922. 

The investment in electric railways 
and city lines also showed an increase, 
although here, too, the increase was not 
nearly so marked as in the case of elec- 
tric utilities. The property and plant 
accounts for 1921 totaled $83,018,480, as 
compared with $80,229,520 in 1920 and 
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$72,534,563 in 1917. While the oper- 
ating revenues increased from $11,323,- 
223 in 1917 to $20,300,808 in 1920, by 
the end of 1921 they had dropped to 
$19,662,146.69. The rate of return for 
electric railways is much smaller than 
that of any other utility. In 1917 the 
rate of return was only 4 per cent. By 
1920 it had dropped to 2.76 per cent. 
Although 1921 showed a better return 
than 1920, the rate was only 3.12 per 
cent. 

The total amount of capital invested 
in all electric utilities in Wisconsin was 
$116,564,856, an increase of $12,064,- 
488, or 11.5 per cent over the property 
value of 1920, and $44,528,615, or 61.8 
per cent over that in 1917. The rate of 
return for 1921 on the money invested 
was 6.99 per cent. 

Street railways carried in 1920 287,- 
905,241 passengers and in 1921 265,392,- 
587, a decrease of 7.8 per cent. 


Boston Elevated Pays Back 
$1,631,753 

Five years have now elapsed since the 
operation of the Boston Elevated Rail- 
way passed into the control of trustees 
appointed by the Governor of the Com- 
monwealth. During the first year 
increasing costs of operation exceeded 
the revenue obtainable under a 5, 7 
and 8-cent fare. An actual deficit 
occurred of $5,415,500 divided as fol- 
lows: 
0 in the reserve fund exhausted. 
1 assessed against cities and towns 
8 back pay occuring in May and 


June, 1919, under an arbitration 
award. 


At the present time the $1,000,000 
reserve fund has been restored, the 
$435,348 back pay has been absorbed, 
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Stockholders Win Fight Against 
Mortgage Payment 


Stockholders of the old Cincinnati, 
Dayton & Toledo Traction Company 
won a second victory in their fight 
against paying the balance of a bond 
mortgage of the extinct Southern Ohio 
Traction Company, when the Court of 
Appeals at Cincinnati handed down a 
decision affirming Common Pleas Judge 
Stanley C. Roettinger’s action in 
sustaining demurrers which they had 
filed to the suit to assess stockholders’ 
liability against them. As a result 
of the decision, approximately 4,00) 
stockholders of the Cincinnati, Dayton 
& Toledo escape paying approximately 
$1,000,000 to the holders of the South- 
ern Ohio Traction Company’s bonds. 

'The Southern Ohio Traction Company 
was organized in 1900, when the old 
double liability law was in force. When 
the Cincinnati, Dayton & Toledo and its 
subsidiaries consolidated and took over 
the Southern Ohio Traction, the Ohio 
constitution had been changed and sin- 
gle liability only was in force, and while 
the new company assumed all the debts 
of the old, its contracts specified and 
its stock certificates contained the 
specification that the new stockholders 
were not to be liable for the bonds 
issued by the Southern Ohio Traction 
Company. 

When the bondholders sued to enforce 
stockholders’ liability to pay the balance 
due on their bonds, after the sale of 
the mortgage security, it then was 
claimed that it was against public 
policy to relieve the new stockholders 
of liability on the old bonds, but the 
Common Pleas Court sustained a 
demurrer to this, and the matter went 
to the Appellate Court. In its decision 


COMPARATIVE DIVISION OF RECEIPTS AND EXPENDITURES OF THE BOSTON ELEVATED 
RAILWAY FOR THE YEARS ENDED JUNE 30 


1923 1922 1921 1920 1919 
Totalreceiposeecnn ste <~ <s.- $33,612,335 $32,781,493 $34,224,149 $32,689,200 $25,223,495 
Operating expenses: 5,024,348 

ALCS Snare ek $15,02 $14,920,407 16,753,669 381,20 
Material, supplies and other items... . 3.14 ,688 3,056,520 2 2,899,983 et sor a1 eee 33 
Injuries and poneee. ; 700,741 476,844 627,629 ste 626 805,353 
Depreciation. . is s+: 2,004,000 2,004'000 2,004,000 2,004,000 2,604°000 
DS ee tee da) oon : 2,027,712 1,656,012 2,399,277 1,996,717 1,901,596 
Total operating expenses. . $22,906,489 $22,113,783 $24,684,558~' $24,331,221 $22,362,171 
Taxes. $1,722.707 $1,610,097 $1,306,738 $1,075,497 $941/612 
Rent of leased roads. . Bee ¥-3 49,194 2,549, 625 2,673,166 2,607,567 2,587,129 
Subway and tunnel rents aasaage si 2,025,263 1,974,141 1,947,963 1,591,323 1,491,999 
Interest on B. . bonds and notes 2,277,051 1,483,787 1,483,625 1,593,257 1,423,144 
Miscellaneous items.......... 65,986 8,47 4,479 "69,284 "37/372 
Dividend seemmantieeni. 6. en 3,136,854 1,606,372 1,523,367 1,403,971 1 360, 220 
Total cost of service. $32,183,545 $31,396,281 $33,673,896 $32,672,120 30,203,647 
CPE Bee eine cece $1,428,789 $1,385,211 $550,253 $1 7.079 : Sa ee 
Beers coo bt 608 10 ee ACT Ee $4,980,152 

Back pay applying to May and June, 

1919, but paid in October, 1919. . - $435,348 
$5,415,500 


and two payments, one of $517,196 and 
the other of $1,114,557 have been made 
to the cities and towns. Therefore 57 
per cent of the 1918 deficit has been 
overcome, leaving $2,348,397 still due 
the municipalities. Edward Dana, 
general manager of the railway, said: 


Our efforts cannot in the public interest 
be directed solely along one line. We have, 
however, made creditable reduction in the 
deficit, reduced the fare (26 per cent of the 
riders or 100,000,000 a year now ride for 
5 cents), and we have improved the serv- 
ice with new cars, new track and increased 
mileage. 

We are proud of our calling and we have 
proved that co-operation gets results. 


the Court of Appeals says that the con- 
tract was between individuals and no 
public right was affected by it in any 
way, and, therefore, it was not a matter 
which comes under the rule of public 
policy, but one which must stand 
entirely upon the wording of the con- 
tract made when the money was lent. 
In other words, the decision declares 
that a debtor cannot change his security 
by claiming his contract is against 
public policy. 

These bonds, aggregating $1,000,000, 
are held by the Cleveland Trust 


August 11, 1923 


BLEC@TREC RATL WAY J'O UR'N A-L 


235 


Company. They were issued by the 
Southern Ohio Traction Company, 
which was formed by the consolida- 
tion of three lines between Cincinnati 
and Dayton, and the trust company 
sought to hold the stockholders of all 
these subsidiaries and of the Cincinnati, 
Dayton & Toledo Traction Company, 
which later was formed and took over 
all the properties. Under the decision 
by the Court of Appeals, which was 
written by Judge Wade Cushing, and 
concurred in by Judges Robert Z. 
Buchwalter and Francis M. Hamilton, 
the Cleveland Trust Company is stopped 
from recovering from these stock- 
holders. 


Reorganization Plan for Michigan 
United Modified 


Securities of the new company to 
succeed the Michigan United Railways, 
sold recently under foreclosure to the 
reorganization committee, are expected 
to be ready for distribution about 
Oct. 1. The sale was. conducted on 
June 30. It has already been con- 
firmed by the court. Application is 
now before the Michigan Utilities Com- 
mission for approval of the issuance 
of the new securities. 

In this connection it has been an- 
nounced that the plan of reorganiza- 
tion has been changed slightly, more 
nearly to meet the ideas of the holders 
of some of the outstanding issues of 
securities. The work necessary in 
connection with the adjustment of this 
matter had the effect of delaying the 
reorganization, but the matter is be- 
lieved now to be moving fast toward 
conclusion. 

Objections to the plan came from 
certain holders of the debentures and 
of preferred stock who contended that 
the plan did not yield to holders of the 
debentures and of preferred stock of 
the old company securities having a 
preference over the securities yielded 
by the plan to the holders of the com- 
mon stock of the present company. 
The amendments which have been 
adopted by tne committee may be sum- 
marized as follows: 


1. The preferred stock to be distributed 
to bondholders will be called “Class A pre- 
ferred stock,’ but will remain unchanged in 
preference position, dividend rate and all 
other respects. 

2. Subordinate to the Class A preferred 
stock, a Class B 5 per cent non-cumulative 
preferred stock of an aggregate face value 
of $400,000 will be created. This stock will 
be sold to provide funds for paying reor- 
ganization expenses. { 

3. Subordinate to the Class A preferred 
stock and also to the Class B preferred 
stock, a Class C 5 per cent non-cumulative 
preferred stock will be created and dis- 
tributed among depositors of debentures and 
of preferred stock of the present company ; 
the debenture holders to receive one share 
of Class C preferred stock for each $100 
of debentures deposited; and the preferred 
stockholders to receive one share of Class 
C preferred stock for each two shares of 
the old preferred stock deposited. 

4, The bonds to be issued and sold pro- 
vide funds with which to retire the Jackson 
& Battle Creek Traction Company underly- 
ings, or for the purpose of exchange for 
Jackson & Battle Creek underlyings have 
been increased from $1,200,000 face amount 
to $1,400,000 face amount. 

5. All rights of subscription to the se- 
curities of the new company have been 
eliminated. Inasmuch as none of the rights 
provided by the original plan were exer- 
cised, the committee deemed it unnecessary 
to carry such rights into the amendments. 

~6. No common stock is offered to deposi- 


tors of debentures or of preferred stock of 
the present company and no common stock 
is offered for sale to provide funds for re- 
organization expenses. All of the new com- 
mon stock is given to the holders of the 
common stock of the present company. 


Hearings on Bronxdale Boulevard 
Resumption 


Two hearings have been held before 
the New York Transit Commission to 
determine whether the Bronx Traction 
Company, a subsidiary of the Third 
Avenue Railway system, shall be 
ordered to resume service from Bronx- 
dale Boulevard to Williamsbridge Road 
in Morris Park Avenue. 

No service has been operated on this 
part of the line for several years. The 
city is contemplating the paving of 
Morris Park Avenue in the stretch 
covered by the railroad, which will re- 
quire the relocation of the trolley 
tracks. The company seeks to abandon 
the tracks beyond Bronxdale Boulevard, 
and has filed an application to that 
effect with the commission. Witnesses 
called by the commission testified that 
the tracks are still in the street and 
could be operated in their present con- 
dition, with slight repairs and the set- 
ting of new trolley poles, but if the 
street is to be paved, more work would 
be required. It was brought out at the 
second hearing by the company that to 
add one car which would be required 
for the operation of the additional half 
mile, would cost $65 a day—a sum 
which would require 1,300 passengers 
to meet operating costs alone. The 
commission witnesses asserted that this 
figure was absurd. The case was taken 
under advisement by the commission. 


Auction Sales in New York.—At the 
public auction rooms of A. H. Muller & 
Sons there were no sales of electric rail- 
way securities this week. 

Six Months’ Net $779,650.—The net 
income of the Market Street Railway, 
San Francisco, Calif., for the month of 
June was $120,816. For the six months 
ended June 30, 1923, the net income to- 
taled $779,650. 


Passengers Increase.— The United 
Railways of St. Louis during the quar- 
ter ending June 30, 1923, carried 71,768,- 
428 passengers compared with 69,882,601 
in the preceding quarters, an increase 
of 1,885,827. The average number of 
cars operated during the quarter was 
1,291 compared with 1,280 in the pre- 
ceding quarter. 


Earnings $3,090,287.—The American 
Light & Traction Company and its sub- 
sidiaries, for the twelve months ended 
June 30, 1923, have reported earnings 
of $3,090,287. This is after all charges, 
including depreciation, replacement re- 
serves and preferred dividends. It is 
equivalent to $10.22 a share on the 
company’s $30,040,400 common stock. 


Wants Record of Mortgage Estab- 
lished.—The Williamsport Passenger 
Railway, Williamsport, Pa., has filed a 
notice in court to establish a record for 
a mortgage dated Dec. 15, 1866, exe- 
cuted to secure bonds of $10,000. No 
satisfaction of payment of the bonds 
has been established by record, the com- 


pany going to court to establish the 
payment legally. The mortgage was 
made to Mahlon Fisher and B. H. 
Taylor, long deceased. The mortgage 
was given when the passenger railway 
still used horses. 


Petitions on Valuation Rehearings 
Denied.—The Missouri Public Service 
Commission has denied the petitions of 
both the city of St. Louis and the United 
Railways requesting a rehearing in the 
railways valuation case. The commis- 
sion fixed the valuation for rate-making 
purposes at $52,838,110. The city con- 
tended the value was too high and the 
company that it was too low. The com- 
pany will ask the Cole County Circuit 
Court to review the findings of the 
commission. 

Makes Offer on Claim.—The Jersey 
Central Traction Company, Keyport, 
N. J., which suspended operations on 
July 28 appeared before the Middlesex 
County Freeholders and offered them 
$600 on a $1,080 claim the county holds 
against the company for its franchise 
from 1917 to the present year. The 
matter was referred to county counsel. 
The agreement between the traction 
company and the county called for the 
payment of $180 yearly since 1903 for 
franchise rights. 

Additional Holding Company Pre- 
ferred Offered.—An additional issue of 
$2,750,000 of Electric Bond & Share 
Company 6 per cent cumulative pre- 
ferred stock is being offered by Bon- 
bright & Company, New York, N. Y., 
at 973, to yield 6.15 per cent. The pro- 
ceeds of the sale will be used for the 
expansion of the company’s business. 
Upon completion of present financing 
total preferred stock authorized and 
outstanding will be $20,000,000 and total 
common stock $20,000,000. All the com- 
mon stock is owned by the General 
Electric Company. 


Transfer of Stock Approved. — The 
Board of Public Utility. Commissioners 
of New Jersey recently approved the 
transfer to the Public Service Railway 
of the $250,000 capital stock of the 
Emergency Fleet Railway. The Emerg- 
ency Fleet Company operated a line dur- 
ing the war to carry shipbuilders to 
their york at Camden. With the excep- 
tion of the rolling stock and the power 
house the entire Emergency Fleet Rail- 
way lines were constructed by the Pub- 
lic Service Railway. The Emergency 
Fleet Railway operated a line between 
Gloucester City and Fairview. 


Accepts Lease from City.—The trus- 
tees of the Boston Elevated Railway 
have accepted a lease from the city of 
Boston for the double-track line previ- 
ously operated by the Eastern Massa- 
chusetts Street Railway in Hyde Park. 
The rental will be 44 per cent on $235,- 
000 which is the amount fixed by the 
Massachusetts Public Utilities Gommis- 
sion as the value of that portion of the 
Eastern Massachusetts system in Hyde 
Park. The line extends from the old 
boundary line to Cleary Square. As a 
result passengers can now ride from 
Cleary Square, Hyde Park, to any point 
on the elevated system for a single fare. 
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Receives Evidence 


Interstate Commerce Commission Holds 
Hearing in Los Angeles on Proposed 
Plaza Union Terminal 


The Interstate Commerce Commis- 
sion, represented by Commissioner 
Clyde A. Aitchison on July 6, opened 
up in Los Angeles a hearing to receive 
evidence in support of the complaint of 
the city of Los Angeles. The city is 
seeking an order from the commission 
requiring the railroads to join in the 
elimination of the dangerous grade 
crossings along Alameda Street and the 
Los Angeles River and better serve the 
necessities and conveniences of the 
traveling public. 


PLAN TO ACCOMMODATE FOUR 
RAILROADS 


In previous hearings before the Cali- 
fornia State Railroad Commission the 
city of Los Angeles approved the Plaza 
Terminal plans of the commission’s 
chief engineer, as compared with the 
Arcade Terminal plan submitted by the 
steam road and electric interurban lines. 

At the hearing before the Interstate 
Commerce Commission Richard Sachse, 
former chief engineer of the State Rail- 
road Commission, showed how he could 
construct his Plaza Terminal for ap- 
proximately the same cost as the Arcade 
Terminal plan. Mr. Sachse stripped 
his plan down to actual physical neces- 
sities, claiming that his plan would 
accommodate four railroads, while the 
other plan would only take care of two 
lines. His original estimate for his 
terminal plan was $32,000,000, while his 
revised figures called for $7,350,700, 
while the carriers’ plan called for a 
terminal costing $7,331,000. 


MANY TRAFFIC StupIEs Mapg 


Traffic studies by the city of Los 
Angeles Board of Public Utilities’ engi- 
neers from the year 1918 to 1923 showed 
that there had been an increase of 136 
per cent in the number of persons cross- 
ing in street cars the tracks of the steam 
road line on Alameda Street, which is 
one of the vital points in the city’s fight 
to remove the steam road tracks from 
this thoroughfare in its proposed pro- 
gram of grade separations, which it 
claims can be accomplished by the con- 
struction of the Plaza Terminal. 

Henry Z. Osborne, former chief engi- 
neer of the Los Angeles Board of Pub- 
lic Utilities and former chief engineer 
of the Los Angeles Traffic Commission, 
testified and cited results of his investi- 
gation of traffic conditions in Los 
Angeles since 1901 in support of the 
city’s fight for the construction of the 
Union Plaza Terminal. 

It was the belief of the commissioner 
representing the Interstate Commerce 
Commission that it would possibly be 
more than eighteen months before any- 


thing definite can come out of the pro- 
ceedings now pending in the city’s plaza 
terminal case. 


Stream Roaps SuBMIT REVISED PLAN 


An engineer of national repute was 
retained by the city to inquire into 
the matter. His testimony for the 
city’s case outlined to the commission 
the type of union terminal needed for 
Los Angeles, comparing it with ter- 
minals at St. Louis and Kansas City. 
He planned that the Pacific Electric 
interurban lines should be required to 
come into the terminal through a sub- 
way, and that the entire terminal should 
be electrified, since that is the present 
trend of transportation. 

Counsel for the three steam roads and 
the Pacific Electric lines in offering 
their plans in opposition to the city’s 
Plaza terminal plan saw fit to with- 
draw the former plans known as the 
Titcomb plan, submitting a revised lay- 
out with many added features. 
revised plans featured the construction 
of a new terminal station for the Pacific 
Electric lines at a point from 1,000 to 
2,000 feet south of the Southern Pacific 


Company’s present Arcade passenger — 


station. 

H. G. Weeks, transportation engineer 
of the State Railroad Commission, testi- 
fied as to the needs of a union terminal, 
claiming the plans as outlined by the 
city did not seem unreasonable, owing 
to the rapid development of the com- 
munity. 

Paul Shoup, vice-president of the 
Southern Pacific lines and president of 
the Pacific Electric lines, took the stand 
in opposition to the city’s Plaza union 
terminal plan, testifying that the plans 
of the defendants’ traffic arrangement 
as suggested by the Southern Pacific- 
Union Pacific-Pacific Electric Companies 
would do away with all dangerous grade 
crossings along Alameda Street and at 
Los Angeles River, without the neces- 
sity of the construction of the terminal. 


Safety Survey Placed Under 
Prof. Swain 


Prof. George F. Swain has been 
placed in charge of the safety survey 
of the elevated lines in New York City 
to be made by the city. Prof. Swain is 
professor of civil engineering at Har- 
vard University. He was formerly pres- 
ident of the American Society of Civil 
Engineers. According to tentative 
plans, the Brooklyn lines will be con- 
sidered first and then the Manhattan 
overhead, routes. 

While this work is in progress an- 
other activity of the City Transit Bu- 
reau will deal with the surface lines. 
The City Transit Bureau is in charge 
of John H. Delaney, dock commissioner. 
This bureau has opened offices in the 
City Hall in charge of Frank Sinnott. 
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Jitney Status in Schenectady 
an Enigma 


The Schenectady jitney situation is 
now in a muddle worse than has 
developed in any other similar situa- 
tion. Supreme Court Justice Borst of 
Amsterdam on Aug. 4 set aside the 
order of the Schenectady County Judge 
McMullen which order had nullified the 
injunction order of Supreme Court 
Justice Angell restraining the operation 
of jitneys in Schenectady and vicinity 
but did not pass on the merits of the 
original order. As the matter now 
stands the merits of the original order 
will be heard at a special term of the 
Supreme Court on Aug. 11, either be- 
fore Judge Borst, Judge Angell or 


- possibly both justices. 


What has ‘really happened is that 
judicial courtesy has been offended and 
all judges being brothers no judge 
wishes to offend the other. Therefore, 
whatever merits the case may possess 
have been swallowed up in the matter 
of procedure. Probably never before 
did a county judge upset the order of a 
Supreme Court justice, although count- 
less times county judges have issued 
or denied injunctions. 

In the interval the jitneys continue 
to ply and it is extremely doubtful if 
any contempt orders of the original 
injunction will be served on any of the 
jitney operators in Schenectady until 
the legal aspect of the situation is 
thoroughly ironed out: 


Injunction Against City of 
Birmingham Reinstated 


The indications are that Birmingham 
jitneys will operate on the streets of 


the city until November anyway. It 


will take until that time before the 
courts can make a final decision of the 
case, and in the meantime an initiative 
election will be held. 

Judge Lucien D. Gardner, of the 
Alabama Supreme Court, has reinstated 
an injunction against the city of Bir- 
mingham to prevent the city from put- 
ting the jitneys eff the streets. Some 
days ago Judge William Walker of the 
Birmingham Circuit Court allowed the 
jitney owners a temporary injunction 
against the city. Recently, Judge 
Walker dissolved this injunction and 
the jitney owners took the matter to 
the Supreme Court. Judge Gardner 
allowed the reinstatement of the injunc- 
tion pending an appeal to the Supreme 
Court on the matter. 

In the meantime the people will be 
allowed to vote on the question as to 
whether they want jitneys. Since the 
passage of the city ordinance, which 
was to have gone into effect on July 1, 
thirty-one jitneys have surrendered 
their licenses. There are still more than 
200 jitneys in operation and drivers 
say they will fight the city ordinance. 

In the event the jitney owners win 
before the Supreme Court or at the 
election the city and the company will 
occupy the same positions as they did 
before the agreement was drawn and 
signed by both. 
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Traffic Campaign—Movement 
of the Hour 


An intensive campaign to educate 
the people of Atlanta on the traffic 
laws of the city is being waged at 
present by the Georgia Railway & 
Power Company, and a complete survey 
of the traffic needs of the city is being 


made, as steps in the plan of co-opera- - 


tion between the city and the company 
following Atlanta City Council’s recent 
action in imposing a $5,000 indemnity 
bond on jitney operators. 

Several weeks ago, the traction com- 
pany asked that the city take immediate 
steps to regulate jitneys and enforce 
traffic regulations, and promised in re- 
turn to take care of the city’s needs 
in transportation, providing this assist- 
ance was given to prevent possible 
decadence of the city’s system. 

The City Council of Atlanta accepted 

the proposals of the company and as 
a first step toward carrying out the 
agreement passed the ordinance limit- 
ing the activities of jitneys. A move, 
however, is now on foot in Atlanta to 
regulate jitneys on the basis of com- 
mon carriers, subjecting them to the 
conditions which are imposed on the 
street railway. 
_ The traffic campaign of the company 
is taking up each detail of the traffic 
laws one at a time—devoting space to 
the movement on the dash signs of the 
cars, on the inside car cards and in the 
street car publication, Two Bells. 
Civic organizations in Atlanta are join- 
ing in the campaign and recent news- 
paper articles and editorials indicate 
that interest is being awakened in 
Atlanta over the traffic situation. 


Chicago “L” Redecorates 


Hardly had the eyes of the loop shop- 
pers and workers become accustomed to 
the brilliant colors recently placed on 
one of the down-town stations of the 
Chicago “L” than three trains, each 
representing a different road, made 
their appearance upon the loop during 
the morning rush hour of July 30 and 
further surprised the patrons and ped- 
estrians with their attractive new dress. 
A rich deep orange is used above the 
belt rails with a light green below. 
The sash have also been painted green, 
giving the necessary relief above the 
belt rail to the brilliant orange. The 
work of repainting the cars has’ been 
going on secretly for some time in an- 
ticipation of the delivering of 100 new 
cars, but after three trains were com- 
pleted it was found necessary to place 
the revamped rolling stock in service. 

The stations, one of which has been 
completed, are done in the rich orange, 
trimmed in light green, resembling to 
some extent the rolling stock. Attrac- 
tiveness, cleanliness, and advertising 
qualities are some of the features of 
the new colors. With the new paint job 
on the rolling. stock, comes the new 
heading on the letterboards of the car 
indicating that “Chicago Elevated” will 
be the name of the new consolidated 
companies. An outline of the proposed 
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consolidation now in process of nego- 
tiation was given in the ELEcrric 
RAILWAY JOURNAL, issue of July 21, 
page 114. 


10,000 Maps a Day Requested 
by Vancouver Public 


The British Columbia Electric Rail- 
way, Vancouver, B. C., has recently 
issued a map of its Vancouver city lines, 
measuring 12 in. x 9 in. in two colors, 
with car routes and places of interest 
detailed on the back. Conductors on 
all city cars received a supply and were 
instructed to hand them only to pas- 
sengers who requested them. In three 
days 30,000 maps were thus dis- 
tributed, and snce then through the 
same channel and the company’s offices 
a further 10,000 have been distributed. 

It is noteworthy that this distribu- 
tion was obtained without a cent being 
spent in newspaper advertising. The 
only copy advertising the map was car- 
ried in the company’s weekly publica- 
tion, the Buzzer and by means of a 
card costing $15, displayed in the com- 
pany’s space in its own cars. The map 
was produced by the publicity depart- 
ment for the purpose of stimulating 
travel, but has had the effect of creat- 
ing considerable good will, judging by 
the expressions of approval received. 

The maps, which are printed on 24% 
Ib. bond, to give long life, cost slightly 
more than 1 cent each and are expected 
to prove the cheapest form of adver- 
tising transportation. 


International Rejects Bailey 
Avenue Bus Franchise 


The International Railway has re- 
jected the one-year franchise offered 
by the Buffalo authorities for a bus 
line in Bailey Avenue. The traction 
company also sought a parallel permit 
for buses, in Delaware Avenue at a 
10-cent fare and a 8-cent charge for 
transfers. The Bailey Avenue franchise 
was limited to a 7-cent fare with free 
transfers. The company would not ac- 
cept the Bailey Avenue franchise with- 
out the right to operate the Delaware 
Avenue line. Failure on the part of the 
International to accept the Bailey 
Avenue franchise led Mayor Schwab 
to issue temporary permits to the Van- 
Dyke Company to operate buses along 
this street in competition with the 
International Railway, which operates 
cars part of the distance along the 
avenue. Regular 10-minute service 
with a 10-cent fare was maintained for 
two weeks until the courts interfered 
because of an action started by the 
railway. 


“Passengers Always Right” 


The Dallas Railway is conducting a 
“Merchandising Transportation” cam- 
paign, in which the central idea is to 
educate trainmen and others who come 
in contact with the riding public to 
smile, he cheerful, obliging and pleasant 
in their relations with the public to 
the end that all who ride the street 
cars once may be persuaded to ride 
again. The campaign was planned 
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and launched under the direction of 
Richard Meriwether, vice-president and 
general manager, and is in charge of 
C. J. Crampton, superintendent of 
safety. A committee of trainmen ap- 
pointed to outline some rules for motor- 
men and conductors has submitted some 
good suggestions which have been 
adopted. Chief among these is “Never 
dispute a passenger’s word—the pas- 
senger is always right.” 


Tokens in Force—The North Caro- 
lina Public Service Company, Greens- 
boro, N. C., on July 1 started using the 
Johnson fare boxes and tokens. The 
cash fare is 7 cents, with four tokens 
for a quarter. 

Freight Tariff Rates Filed—Lake 
Shore Electric officials have filed tariff 
rates to Detroit and points north which 
will be effective for the beginning of 
freight service on electric roads out of 
Toledo, beginning Aug. 18. This was 
announced by J. F. Starkey, general 
passenger agent. 

Petitions for Bus Routes.—The Logan 
Valley Bus Company, a subsidiary of 
the Altoona & Logan Valley Electric 
Railway, has applied for permission to 
start two new bus routes in the city 
of Altoona, Pa., as feeders to the 
traction line. The districts to be 
served recently petitioned for. trolley 
service. 

Picnic Well Attended.—Between 3,000 
and 4,000 people attended the second 
annual picnic of the employees of the 
Wheeling Traction System on Aug. 2. 
The greatest interest manifested was in 
the annual first-aid contest under the 
direction of Martin Cowan, director of 
safety of the company. 

Better Service Planned.—When the 
Ohio Valley Electric Railway, Hunting- 
ton, W. Va., puts into service the new 
cars ordered some time ago the present 
schedules will be completely revised 
looking toward a better and more ex- 
peditous service. It is said that virtu- 
ally all of the cars now in use will be 
discarded, 

Reduced Tariff Announced.—J. P. 
Mehigan, local general agent for the 
Milwaukee Northern Electric Railway, 
announced recently a new reduced 
freight tariff between points on the 
Milwaukee Electric Railway & Light 
Company lines and the Milwaukee 
Northern Electric Railway in connec- 
tion with the Eastern Wisconsin Elec- 
trie Company line. 

New Service Announced.—The Seattle 
& Rainier Valley Railway, failing in 
its efforts to close negotiations for new 
automobile buses with which it proposed 
to give a fifteen-minute service to the 
city limits, announced a fifteen-minute 
service on July 8 between Norfolk and 
the city limits by a shuttle car, con- 
necting with the Rainier Beach cars. 
The service will be continued until 
some other plan is arranged. 

“Pay-As-You-Leave” Car Giving 
Satisfactory Service——The new type of 
turnstile car described in the ELECTRIC 
RAILWAY JOURNAL for Dec. 30, 1922, is 
now being operated by the New York 
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Railways over the Lexington Avenue 
route from the Ninety-ninth Street 
earhouse to the Battery. The car 
makes four trips a day. Passengers 
enter at both ends of the car without 
paying, but make their exit through 
turnstiles after depositing their fares. 


Hearing on Abandonment and Bus 
Set.—There will be a hearing before 
Public Service Commissioner Parsons at 
Elmira, N. Y., on Aug. 20 on the applica- 
tion of the Elmira Water, Light & Rail- 
road Company for approval of the 
declaration of abandonment of its Seneca 
Lake division between Horseheads and 
Watkins. Public hearing will be had on 
the same day on the petition of William 
Marshall for a certificate of convenience 
for the operation of a bus line between 
Elmira and Watkins. 


Will Make Survey.—The City Com- 
mission of Oklahoma City has employed 
traction experts to make a complete sur- 
vey of the lines of the Oklahoma City 
Railway showing its earnings and oper- 
ating costs. This survey is the first 
step of the city government in its fight 
to restore the 5-cent fare. The city 
maintains that the traction company 
could be operated at a fair profit under 
a 5-cent fare now, if proper economies 
were practiced. Action is to be taken 
to compel the company to restore the 
5-cent fare. 


Safety First Meeting Held. — More 
than 500 persons attended the Safety 
First meeting held in the Ingomar 
Theater under the auspices of the Wash- 
ington-Virginia Railway. The meeting 
was presided over by Thomas H. 
Travers, claim agent of the road and 
organizer of the Safety First committee 
of that road. An address to the em- 
ployees was made by General Manager 
A. L. Reynolds and a short history of 
the inception of the safety first move- 
ment was given by Mr. Travers. An 
address on Safety First was delivered 
by J. M. Truitt member of the executive 
committee of the National Safety com- 
mittee and a director of safety for the 
United Railways & Electric Company of 
Baltimore. 


Safety Campaign Under Way.—The 
Chicago, North Shore & Milwaukee 
Railroad is conducting a novel safety 
campaign. Employees of the road and 
their friends are being supplied with 
small signs reading “This car stops at 
all railroad crossings.” The sign, 
which is pasted on the windshield and 
on the back window of the automobile, 
is in red and immediately catches the 
eye of another driver, who will un- 
doubtedly take note of it and will 
appreciate the necessity for such pro- 
cedure. The company is also issuing 
a four-page pamphlet entitled “Some 
Safety Signs that Will Save Suffering 
and Sorrow.” As a furtherance of the 
educational idea on safety first thou- 
sands of these circulars are being 
passed out to automobile owners travel- 
ing through this territory. Operators 
of all trucks and other vehicles are 
urged to follow the example set by the 
owners of private automobiles. 
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Book Reviews 


Engineer Foundation Report 


Annual report of the Eng meee Foun- 
dation for year ended Feb. 8, 1923. 


Engineer Foundation was established 
in 1914, based on a gift from Ambrose 
Swasey, designed as the nucleus of an 
endowment from many donors. The 
report shows a number of researches 
conducted of interest to the electric rail- 
way industry. They include an inves- 
tigation of arch dams, fatigue of metals 
and the beginning of an investigation 
of the application of paint on wood, 
known as the wood-finishing investiga- 
tion, and the graphitic corrosion of 
cast iron. Reference is also made in 
the report of the Division of Engineer- 
ing, National Research Council, of the 
study of rail joints in which the Amer- 
ican Electric Railway Association is 
interested, as entering the stage of 
active experimental work. 


Kansas Court of Industrial Relations 


Bulletin No. 322 of United States Bureau 
of. Labor Statistics. Department of Labor, 
Washington, D. C 


This is an account of the industrial 
court law of Kansas, and its working, 
throughout the period that it has been 
in effect. The report gives the text of 
the law, which passed in 1920, a syn- 
opsis of the cases filed on the industrial 
side of the court during 1920 and 1921 
showing the methods and principles 
adopted by the court in its various 
actions, and an account of the legal 
proceedings arising in connection with 
the attendance of witnesses before the 
court and other activities of the court. 
A résumé is also is also given of the 
annual reports which have been pub- 
lished and a bibliography of books and 
articles relating to the court is ap- 
pended. 


Sampling and Analysis of Coal, Coke 
and Byproducts 


Methods of the chemists of the United 
States Steel Corporation. Published by the 
Bureau of Instruction, the Carnegie Steel 
Company, Pittsburgh, Pa. 

of the 


The chemists’ committee 
United States Steel Corporation is made 
up of the chief chemists of laboratories 
of the constituent companies organized 
into groups. One of these is the coal, 
coke and by-products group. From time 
to time each group collects from all the 
laboratories the methods of analysis 
common to its particular products, and 
selects the best, the compilation being 
carefully edited and issued in pamphlet 
or book form by the Bureau of Tech- 


nical Instruction of the Corporation. for ~ 


distribution among the laboratories. 
Owing to the authoritative nature of 
these publications, there has arisen a 
considerable demand for them outside 
the corporation and they are sold at a 
reasonable price. 

The most extensive of these publica- 
tions relates to coal, coke and by-prod- 
ucts. It is a leather-bound book of 


190 pages. A second edition has re- 
cently appeared which is substantially 
a new work. The work divides itself 
into two parts, as indicated by the 
title, the more valuable from the elec- 
tric railway standpoint being the first. 
This embraces the sampling of coal and 
coke, physical tests and proximate 
analysis of these, analysis of coal and 
coke ash, ultimate analysis of coal, 
determination of the calorific value of 
coal and coke, etc. Obviously this work 
should be in the library of every electric 
railway which does chemical analysis 
on fuels. 


Experiments on Loss of Head in Valves 
and Pipes of One-Half to Twelve 
Inches Diameter 


By Charles I. Corp and Roland O. Ruble. 
University of |Wisconsin, Engineering 
Series. Vol. IX, No. 1. University of Wis- 
consin Engineering Experiment Station, 
Madison, Wis. 


A 143-page pamphlet giving the data 
secured in an elaborate series of exper- 
iments on gate and globe valves. The 
experimental methods are described and 
the data are presented in graphical and 
tabular form. Deductions are drawn 
as to the significance of the experi- 
ments. 


An Investigation of the Fatigue 


of Metals 
Bulletin. 136, Wngineering Experiment 
Station, University of Illinois. By H. F. 


Moore, research professor of engineering 
materials, and T. M. Jasper, research assist- 
ant professor of engineering materials. 
Published by the University of Illinois, 
Urbana, IIl. 


This investigation was carried on 
through the co-operation of the Na- 
tional Research Council, Engineering 
Foundation, the General Electric Com- 
pany and the Engineering Experiment 
Station of the University of Illinois. 
Bulletin 124 of the Experiment Station 
contains the first report of the tests 
made in connection with the present in- 
vestigation. 

Tests were made on specimens of 
wrought ferrous metal, kept under con- 
tinuous series of cycles of stress in re- 
versed bending, combined reversed 
bending and steady tension, and re- 
versed torsion. A study of the test 
data tends to confirm the existence of 
an endurance limit for wrought ferrous 
metals, that may be determined with 
a fair degree of accuracy by a short- 
time test. The endurance limit seems 
to be correlated with the ultimate ten-’ 
sile strength, with the Brinall hardness 
number, and in a much smaller degree 
with the yield point, and the proportion- 
ate elastic limit. Tests of specimens 
for various temperatures of “draw” 
after oil-quenching indicate that for 
carbon steel neither the ultimate tensile 
strength, the endurance limit for flex- 
ure nor the ductility was appreciably 
affected by draws at a temperature 
lower than 600 deg. F, 
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Legal Notes 


FEDERAL CouRTS—Assessment Agai..st 

Street Railway for Paving Held 
Not to Deny Due Process or the 
Equal Protection of the Laws. 


An assessment of $102,942.30 against 
a street railway for paving between, 
and for 18 in. outside, its tracks, as 
authorized by Pub. Laws N. C. 1915, 
c.56, on failure of the company to make 
the improvement, was not arbitrary or 
wholly unreasonable, so as to consti- 
tute a taking of property without due 
process of law or a denial of the equal 
protection of the laws, in violation of 
the Fourteenth Amendment, though 
the company’s property on the street 
had a value of only $100,000, while 
abutting property, against which an 
assessment of $89,909.58 was made on 
a front-foot basis, had an assessed 
value of $5,083,250, and though the 
company was put to an expense of 
$75,108.85 in taking up and relaying 
its track, and though its railway was 
being operated at a loss. The franchise 
of the company required it to bring 
its roadbed and track to surface grade 
at its own expense when required, and 
while imposing no liability for paving, 
granted no exemption from it. (Dur- 
ham Public Service Co. vs. City of Dur- 
ham, 43 Supreme Court Rep. 290.) 


FEDERAL Courts—Members of Trade 
Union Held Not Entitled to Re- 
cover Under Order of Court of 
Industrial Relations. 

Where the court of industrial rela- 
tions of the state of Kansas found 
wages were unjust and adjudged that 
a minimum wage scale be in force from 
a certain date and be continued for six 
months, its order in effect was a find- 
ing that wages were not unjust prior 
to such date and subsequent to the date 
of service cf the summons i> the pro- 
ceeding. Hence members of a labor 
union were not entitled to recover in- 
creased rate wages for the time be- 
tween the service of the summons and 
such date, while the order of the Court 
of Industrial Relations continued. De- 
cision by Circuit Court of Appeals, 
Eighth Circuit. [Local Union No. 497 
of Amalgamated Association of Street 
& Electric Railway Employees of 
America et al. vs. Joplin & Pittsburgh 
Ry., 287 Federal Rep. 474.] 


GEoRGIA—Grant of Right to Construct, 
When Accepted, Binds Company 
to Operate on Terms Stated. 

A franchise granted by the Board of 
County Commissioners specified the 
routes to be operated, schedule to be 
maintained, etc. After the line had 
been operated for a number of years 
the company decided to abandon a por- 
tion of it on the ground that its op- 
eration was unprofitable, but citizens 
along the line obtained an injunction 
against abandonment. The court held 
that the company could not abandon 


« portion o£ the tine while retaining and 
operating another portion under the 


grant. So long as the company retains 
any of the benefits it must perform all 
the obligations imposed by the contract. 
[Macon Railway & Light Co. vs. Cor- 
bin et al, 116 Southeastern Rep. 305.] 


Kansas—Freight Charges for Trans- 
portation of Brick for Paving Pur- 
poses Not Lienable as for “Labor” 
or Labor Performed. 


The freight charges of a traction 
company for transporting certain car- 
loads of brick to be used for the pav- 
ing of public streets are not lienable 
claims as for labor within the meaning 
of the mechanic’s lien act, nor do such 
freight charges fall within the terms of 
the bond which was given by the pav- 
ing contractor to the city to secure the 
payment of all claims for labor which 
might be the basis of liens. [Union 
Traction Co. vs. Kansas Casualty & 
Surety Co., 213 Pacific Rep. 169.] 


MIcHIGAN—Statute Giving Court Ju- 
risdiction to Order Reinstatement 
of Veterans Removed from Public 
Employment Is Unconstitutional. 

This case arose when a lineman in 
the employ of the Street Railway Com- 
mission of Detroit was discharged in 

November, 1920. As a veteran he 

brought suit for reinstatement and 

payment of wages during the interven- 
ing time because of the Michigan law 
which declares that no veteran shall be 
removed from a public office or em- 
ployment except after a full hearing as 
to his competency before the Circuit 
Court of the county where he is em- 
ployed. He was reinstated under writ 
of mandamus, but the court refused to 
adjudicate the matter of money due 
him. The Supreme Court declared that 
the constitution of Michigan defines the 
duties of the court as judicial, whereas 
if a court is to pass intelligently upon 
whether a person is suited for employ- 
ment in public work, the inquiry is ad- 
ministrative in its character and not 
judicial.. Hence the law is unconsti- 
tutional. [Koeper vs. Street Railway 
Commission of Detroit, 193 Northwest. 
Rep. 221.] 


Missouri—Liable for Conductor’s As- 


sault on Passenger Unless in Self- 
Defense. 
As assault by a railroad employee on 
a passenger is entirely excused only 
when the passenger’s provocative con- 
duct is such as in law amounts to a 
justification of the assault on the 
eround of self-defense, but where less 
than this, evidence of provocation is 
admissible in mitigation of damages 
only. [Hunter vs. Kansas City Rys., 
248 Southwest. Rep. 998.1 
New JERSEY—“Tyacks” in a Paving 
Contract Meant Rails. 
Where a contract between a city and 
a street railway required the railway 
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to pave that portion of the street “that 
lies inside of the rails of any of their 
tracks and 2 ft. outside thereof * * * 
and to keep certain parts of said streets 
so to be paved by them as aforesaid 
inside of their tracks at all times in 
good repair,” the word “tracks” in this 
contract meant “rails.” [City of Ba- 
yonne vs. Public Service Railway, 118 
Atlantic Rep., 9.] 


New JrErsey—Duty of Motorman in 
Approaching Street Intersection. 


The rule in regard to street inter- 
sections is that it is the duty of the 
motorman to have his car so far under 
control that he will not endanger the 
safety of a vehicle, driven with rea- 
sonable care, which may happen to 
cross the tracks in front of the trolley 
car. A request to charge that “a mo- 
torman must expect that other vehicles 
will cross his tracks at intersecting 
streets, and must keep his car under 
control in order to avoid collision at 
those streets,” was properly denied. It 
was too broad, since it placed im- 
properly the whole burden of avoiding 
a collision upon the motorman of the 
trolley car, without any regard to the 
recklessness of the driver of the other 
vehicle. [Geyer et al vs. Public Serv- 
ice Ry., 120 Atlantic Rep. 186.] 


New YorK—In Rate Fixing, Valuation 
at a Pre-War Basis, Less Depreci- 
ation, and Euclusion of Certain 
Overhead Expenses, Held Im- 
proper. 

In a valuation to determine rates, it 
was error to use pre-war costs, less sub- 
sequent depreciation, and not consider 
the valuation during and after the war. 
It was also error to exclude preliminary 
legal, administration and engineering 
expenses for building a 60 mile ex- 
tension on the theory that this work 
had been done by the company’s regu- 
lar staff and charged to operating ex- 
penses because the way in which these 
expenses were defrayed in the past 
affects past earnings, which have noth- 
ing to do in determining whether the 
present rate is confiscatory. [People 
ex rel. New York State Railways vs. 
Public Service Commission, 195 New 
York Sup., 174.] 


PENNSYLVANIA—Where a Passenger 
Transfers from One Car to Another 
He Must Look Out- for Opened 
Doors. 


A passenger of a street car upon 
being requested to transfer to a car in 
the rear remains a passenger while 
walking from car to car. But where 
such a passenger walked so close to an 
intervening car that she was injured by 
the opening of door which protruded 
approximately 6 in., a directed verdict; 
for defendant was warranted. The 
opening of the door itself was an en- 
tirely proper act, as the motorman was 
not bound to anticipate that a person 
would be walking within 6 in. of the 
car when there was a wide space be- 
yond. [Swink et ux. vs. Philadelphia 
Bo-id Peansit) Go. e120 eA thontic Rep. 
827.] 
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William Walker With 
Shore Line 


Former Hartford & Springfield Official 
Placed in Charge of Rehabilitated 
Property 


Out of New Haven, Conn., there is 
now operating an electric railway 
which had long been shut down. It is 
the old Shore Line road, now under the 
management of William, Walker. The 
road was conceived and constructed 
originally by the late Morton F. Plant. 
He saw a great future ahead for the 
territory skirting Long Island Sound 
between New Haven and New London, 
but before the road could be made! to 
pay Mr. Plant died. 

While he lived Mr. Plant’s money 
was his own to do with as he liked. 
After he died there was another story. 
The executors of his estate promptly 
set about the work of cutting off ven- 
tures of his that had become a liability 
In this process the part of the Shore 
Line System previously referred to was 
shut down. And it remained shut down 
until July 17 of this year. On that date 
service was resumed under the direc- 
tion of Mr. Walker by a new company, 
the New Haven & Shore. Line Railway, 
headed by William A. Sperry, New 
Haven, and associates, no less enthu- 
siastic about the possibilities of the 
road in the future than was Mr. Plant. 
They have opened the road from New 
Haven to Guilford and propose to ex- 
tend operation soon from Guilford to 
Saybrook, 38 miles from New Haven. 

The original road was well built, 
largely on its own private right-of-way. 
So far as the engineering work in con- 
nection with its rehabilitation was con- 
cerned the problems that presented 
themselves for solution were easy. The 
real questions were how to equip the 
road and how to run it so that the 
public might be served adequately and 
a profit made for the new owners. This 
is the problem that is now up to Mr. 
Walker. Nearly all his experience has 
been with roads confronted with prob- 
lems somewhat similar to that now 
presented by the rehabilitated Shore 


line. He was formerly general man- 
ager of the Hartford & Springfield 
Street Railway, Warehouse Point, 


Conn., and for eight years before that 
he was superintendent of the South- 
bridge division of the Worcester 
(Mass.) Consolidated Street Railway. 
He entered railway work as a con- 
ductor on the Schenectady Street Rail- 
way in 1894 and later served that com- 
pany as inspector. His service with 
that company covered a period of ten 
years. He next was appointed a train 
dispatcher with the Berkshire Street 
Railway and a year later was trans- 
ferred by that company to Westfield as 


an inspector of construction on the 
Western Massachusetts Street Railway. 
When the Western Massachusetts was 
placed in service Mr. Walker was ap- 
pointed an inspector of transportation. 
He was next transferred from Westfield 
to Springfield in a similar capacity and 
later was made superintendent of the 
Blackstone Valley division of the Wor- 
cester Consolidated Street Railway. He 


William Walker 


was made superintendent of the com- 
pany’s Southbridge division in 1912. 
Other men there are with experience 
similar to that of Mr. Walker, but prob- 
ably few with a wider range of experi- 
ence than he in handling problems such 
as will undoubtedly be presented for 
settlement in connection with the oper- 
ation of the Shore line and certainly 
very few, if any men, with a keener 
knowledge of the needs of the people 
of the territory served by the rehabili- 
tated road. 


A. C. Starkey Heads Railway 
Division—W. L. Clayton 
in Charge of Buses 


Several changes in the personnel of 
the transportation department of the 
Indiana, Columbus & Eastern Traction 
Company were announced on Aug. 1 by 
C. C. Fast, general superintendent of 
transportation, from his offices in 
Springfield, Ohio. 

Arthur C. Starkey, superintendent of 
the Springfield- Lima division, was 
placed in charge of all traction line 
operations on the Dayton-Columbus; 
Dayton-Union City, and Springfield- 
Lima divisions. 

W. L. Clayton, formerly superin- 
tendent of the Dayton-Columbus divi- 
sion, will have control over all bus 
operations on the Dayton-Columbus and 
Springfield-Lake View divisions. 

R. L. Jacobs, who has been superin- 
tendent of all bus lines of the Indiana, 
Columbus & Eastern Company, was 
transferred to Columbus to direct bus 
operations between Columbus and 
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Grove City, and all bus operations of 
the Columbus and Zanesville line. He 
will serve under John W. Hewitt, 
general superintendent of the Colum- 
bus, Newark & Zanesville Electric 
Traction Company. ; 

C. O. Strait, former dispatcher at 
Springfield, is stationed at Dayton as 
imspector in charge of Dayton freight — 
operations and the Dayton-Union City 
traction division. 

The placing of all bus operations on 
the I., C. & E. divisions under the direc- 
tion of Mr. Clayton, Mr. Fast an- 
nounced, is in recognition of the 
importance of this phase of the 
company’s activities and also because 
under the new Freeman-Collister bus 
law, the bus is placed on a new status 
as an agent of transportation, “ithe 
company being fully awake to the possi- 
bilities of the situation.” 


W. R. Johnson has been appointed 
superintendent of the railway proper- 
ties of the Menominee & Marinette 
Light & Traction Company, Menominee, 
Mich. He will succeed J. I. Searles, who 
lately left the company to become con- 
nected with the Lake Superior District 
Power Company’s railway lines. Before 
taking up his new duties, Mr. Johnson 
was connected with the Wisconsin Pub- 
lic Service Corporation’s railway and 
interurban lines in and near Green Bay. 
Before becoming associated with the 
Wisconsin Public Service Corporation, 
he was with the Chicago, Milwaukee & 
North Shore Railway in Milwaukee. 


William Dineen, Madison, was ap- 
pointed secretary of the Wisconsin Rail- 
road Commission to succeed C. D. Se- 
Cheverell, who resigned to accept a 
position with the Middle West Utilities 
Company at Grand Island, Neb., as head 
of the utility company there. Mention 
was made of Mr. SeCheverell’s resigna- 
tion in the ELECTRIC RAILWAY JOURNAL 
issue of Aug. 4. For the past sixteen 
years Mr. Dineen has been connected 
with the commission, starting as office 
boy. For the past five years he has 
been chief clerk, a post in which he 
was called upon to-do much commission 
detail work. 


E. F. Schneider is back at work. His 
many friends will be glad to know 
that he is sufficiently recovered from 
his long and serious illness so that he 
can again.undertake some work though 
limiting his responsibilities. It will be 
recalled that Mr. Schneider was for- 
merly vice-president and general man- 
ager of the Cleveland, Southwestern & 
Columbus Railway, Cleveland, Ohio, and 
was most active in railway circles. He 
had to give up his connection with the 
Cleveland & Southwestern early in 1921 
on account of his illness. At present 
he is doing some work in the claim 
department of the Cleveland Railway. 
He attended the summer meeting of the 
Central Electric Railway Association 
held recently at Cedar Point and was 
welcomed back by his many friends in 
this territory. He was president of the 
Central Electric Railway Association 
1914-1915. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
~ A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Coal Crisis hmminent 


Strike in Anthracite Field May Be Fol- 
lowed By Sympathetic Bituminous 
Strike—Coal Commission Reports 


A very serious situation exists in 
regard to the coal supply. This fact 
is set forth in a letter sent under date 
of Aug. 7 to the member companies 
of the American Electric Railway Asso- 
ciation. According to this cireular let- 
ter, signed by J. W. Welsh, secretary, 
many people regard a strike on Sept. 1 
in the anthracite coal field as inevitable. 
They predict that a sympathetic strike 
in the bituminous field may follow. 

It is stated that the American Elec- 
tric Railway Association is co-operating 
with the Joint Fuel Committee under 
the chairmanship of John W. Lieb, and 
every possible assistance will be ren- 
dered to the member companies. ‘We 
cannot urge too strongly,” states the 
latter “that all electric railway manage- 
ments take immediate steps toward in- 
creasing their fuel supplies to the max- 
imum of storage capacity. The time to 
begin is now.” 


PRESIDENT COOLIDGE IN CONFERENCE 


What steps, if any, the new adminis- 
tration plans to take in order to avert 
a tie-up are unknown. A conference 
between President Coolidge and a repre- 
sentative of the Federal Coal Commis- 
sion has been held, however, and the 
President is thoroughly conversant with 
the situation. It is understood that he 
firmly indorses the report of the com- 
mission. 

The anthracite wage agreement ex- 
pires on Sept. 1. After four weeks of 
conference at Atlantic City between 
representatives of the United Mine 
Workers and the anthracite operators, 
all negotiations have been called off. 
The particular cause of the deadlock 
was the miners insistence upon the 
check-off and the refusal of the oper- 
ators to grant it. It is declared that 
John L. Lewis, president of the United 
Mine Workers, will insist upon the 
granting of the check-off or will call 
a strike. It is further stated that 
anthracite operators will make no effort 
to break a strike should one be declared 
by the men. 

Bituminous wage agreements include 
the check-off and the funds received 
from it would go to help finance strikers 
in the anthracite field. It is upon this 
fact that prediction of a sympathetic 
strike by the miners in the bituminous 
field is based. 


REPORT OF THE COMMISSION 


The United States Coal Commission 
made public on Tuesday, Aug. 7, a sup- 
plemental report on labor conditions in 


the anthracite industry, containing 
twelve recommendations for bringing 
about peace. ‘The recommendation that 
the President should have the right by 
law to prevent a coal strike is in line 
with the previous recommendation of 
this body. Compulsory arbitration is 
declared to be no remedy. The check-off 
which is one of the outstanding issues 
in the present controversy is not men- 
tioned in the report. Both sides are 
again condemned for the loose and mis- 
leading statements which they have 
given to the public. Other recommenda- 
tions made in the report are very similar 
to those contained in the preliminary 
report of the commission published in 
ELECTRIC RAILWAY JOURNAL for July 
14, page 56. 


$1,000,000 Contract Awarded 
by Ford’s Road 


Preparations are now under way for 
the electrification of the first unit of 
the Detroit, Toledo & Ironton Railroad. 
Contracts aggregating $1,000,000 have 
been awarded to the Westinghouse 
Electric & Manufacturing Company 
for the construction of equipment and 
rolling stock. The original capacity of 
the Rouge power house is_ being 
doubled. The present two 12,500-kw. 
turbo-generators are being replaced by 
eight turbo-generators of 30,000 kva. 
capacity each. One of these turbines 
is already nearing completion. 

The electric locomotives will weigh 
350° tons. They will have a normal 
capacity of 4,000 hp., and a one hour 
capacity of 5,000 hp. Sixteen driving 
axles will develop 108,000 pounds 
drawbar pull at 25 m.p.h. The maxi- 
mum speed will be 45 h.p.h. 

In addition to the rehabilitation of 
the power plant and the construction 
of locomotives, 134 miles of double 
track will be built between the River 
Rouge plant and the Flat Rock yards. 
Many other minor improvements are 
contemplated. 

It has been Mr. Ford’s goal from the 
first to electrify the road. Many ru- 
mors to this effect have been current 
in the past, but the first official an- 
nouncement of them was made in the 
“D. T. & I. News” recently as noted in 
the ELECTRIC RAILWAY JOURNAL for 
July 28, page 153. 


Thirty-Year History Compiled 


A review of thirty years’ history of 
the General Electric Company, from its 
foundation in 1892 to 1922, is made the 
subject of a thirty-four-page booklet 
just issued to the company’s stock- 
holders. Tracing the development 
which grew out of the early pioneering 
work of the Edison General Electric 


Company, and the Thomson-Houston 
Electric Company, the growth of the 
business and the constantly widening 
application of electric power are pic- 
tured. 


The following are the principal 
headings: “Large Seale Power Gen- 
eration,” “Power on the Sea,” “The 


Trackless Trolley,” “At the Panama 
Canal,” “Contributions to Long-Distance 
Wireless Communication,” “Lightening 
Home Burdens,” “Far-Reaching Aid to 
Medical Science,” “Progress in Illumi- 
nation,” “A Great Necessity at a Small 
Expense,” “One Million Volts,” “Prices 
Increased Less than the Average,” 
“How G-E Money Is Spent,” “Oppor- 
tunities for the Future.” 


Overproduction of Oil 


It was recently announced that many 
oil refineries in the mid-continent field 
intended to suspend operations during a 
period of several weeks. The principal 
wells of this field are located in the 
bordering states of Texas, Oklahoma 
and Kansas. 

An unprecedented surplus now exist- 
ing was given as the reason for this 
move. Rather than suffer a price reduc- 
tion which would make it impossible to 
sell at a profit the refiners discussed the 
idea of shutting down their plants until 
the surplus had been absorbed. So far 
as is known, no effort has yet been 
made to carry out this move. It is 
felt that Government intervention 
might occur in case the attempt were 
made. 

Although a somewhat general condi- 
tion of overproduction exists, many of 
the large oil companies are taking no 
part in this proceeding. For several 
months past the capacity of the pipe 
lines and the storage capacity at tide- 
water has been severely taxed. For 
this reason there has been little attempt 
made to drill new wells. It has been 
thought better to hold back until the 
present supplies have been further 
absorbed. 

In any case, lubricating oils probably 
will be little affected. Many of these 
oils are made from a Pennsylvania 
paraffine base and a shutdown on 
account of overproduction in the mid- 
continent field would have no bearing 
upon the situation in the Pennsylvania 
oil field. 


Metal, Coal and Material Prices 


Metals—New York Aug. 7,1923 


Copper, electrolytic, cents per lb... 14.312 
eee! wire base, cents per lb.... 2, b25 
Lead, cents perlb............. 6 525 
Zine, centsperlb............. ee sO 
Tin, ‘Straits, centsperlb................. 38.375 
Bituminous Coal, f-o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads; grosston6ics. eis sive ss 2 $5 375 
Somerset mine run, Boston, net tons. . 5 2 625 
Pittsburgh mine run, Pittsburgh, net tons. 2.075 
Franklin, Ill., screenings, Chicago, net tons 1.65 
Central, th, screenings, Chicago, net tons 1,375 
Kansas screenings, Kansas City, net tons 2.625 


Materials 


Rubber-covered wire, N. Y., No. 14, per 

OOO RS Ain eerie eno eakinc ae as $7.00 
Hieseeeres wire base, N. Y.,centsperlb. 18,75 
Cement, ia a net prices, without bags $2.20 
Linseed oil (5-bbl. lots), N. Y., per gal.. $1.02 
bie lead, in oil (100-Ib. keg), NN. y. cents 


e 
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Rolling Stock 


i 


Danville Traction & Power Company, 
Danville, Va., has received five sets of 
Taylor reduced height trucks equipped 
with Taylor straight action brakes for 
use on its new cars. 


Augusta-Aiken Railway & Electric 
Corporation, Augusta, Ga., is expecting 
delivery this month on the fifteen spe- 
cial safety cars which were ordered in 
March from the Perley A. Thomas Car 
Company of High Point, N. C. For 
these new cars the Taylor Electric 
Truck Company has made a shipment 
of its reduced height trucks with Taylor 
straight action brakes. 


Georgia Railway & Power Company, 
Atlanta, will expect delivery next 
December of the twenty cars ordered 
several months ago. The specifications 
of these cars are as follows: 


Builder vot car! DOMY sac: cuecceisiner eee 
....Georgia Railway & Power Company 


wipe: (OL. Cars. ss 5 iasehs teenies Clowes 
Seating capacity......sceneee ee neem 

Total weight, f.1.\.0e es aiaye elare meebo jmcwualelw 37,000 Ib. 
Bolster centers, length. 20 ft. 6 in 
Length over all.......+..55. 44 ft. 6 in 
Truck wheelbase ...-....+ceececs 5 ft. 4 in 
Width (Over All. sc tisic os stele aieie tele 8 ft. 3 in. 
Height, rail to trolley base....... 12 ft. 2 in. 
ASO Ch GAETRD SLIM OMA OtEn Or VO MOD 70 Steel 
Headlinine; VROoL. <2)’. ccpchseeiaskelsnebtneens Arch 
Air brakes..... Westinghouse-DH 16 Compr. 
Armature bearingS ......+-ees-.ss005 Sleeve 
ASPIOR * cutehis aie suerae medoveteiat te 4in., heat treated 
FBUMIDERS! Woke clorare sustalets oles fe leveneleregeleneits Channel 
Car’ signal system) .:)..... 5.855 Consolidated 


CaryerinimMiIn eS: jis wlelelel ss) © tenets eee ee ee 
Sear anscate Dayton Manufacturing Company 


Center and side bearingS.........-..+: 

Hiton esata ote ome te McGuire-Cummings 
Conduits and junction boxes........ Metal 
(Clorotd (oll Hand On Oo oc Taso ne G-E., PC. 5 
WOUDICTS te clerss cmon Tomlinson, Form 10 
Gurtaime fs vuresieen). ao: Curtain Supply Co. 
Curtain material (0-7. bie eseeteleketen Pantasote 
Designation: SISOS Stas os cio 6 eeaeene Keystone 
Door operating mechanism........ Manual 
NATE WDOKES: “isis ue ey epe cake iol «ahaa mets bekare aes None 
Fenders or wheelguards............2.:5 

Sasre cence te coat uate Atlanta—Similar to H-B 
Gears and! PIMTONS 2 sei. ete es G-E, Grade M. 
ELaAmG Mb TakOsrccr cer eine smite Ackley, Staffless 
Heater equipment............ Consolidated 
Headlights..... Golden Ray & Golden Glow 
JOURNAL) DOES yh nie cis eh ernie pee rans McG., MCB 


Lightning arresters 


Motors, type and number... .4-GH—265-A 
Motors, outside or inside hung...... Inside 
ise bhal ya eain.s auc ee oaa uiceo DS Paint and varnish 
FREGISE Sr Saat ciel tcl teres antete he be ett ctnrereceia tere Ohmer 
SMMOOrS. feito inst enttota an eheketeuenaye) ets laiieus Totes ane -B 
SASH SiREUTES Viste svansys cornet eueb sie enoteeete meme 
Pegi ect tao Dayton Manufacturing Company 
Seats Loe pecs on aienemeveemes Hale & Kilburn 
Seating "material «pve cescieieisioee Rattan Filled 
Slack. adjuster. :).i4.:inpantine = eee American 
Step treads)... 2st mine eer atte Kass & Feralun 
Trolley catchers or retrievers......... O-B 
Trolley base jleepersecs merece: O-B, Form 1 
Trolleye .c) Sisk loop le. one wantereucucteeebs a on ean Wheel 
Trucks.......McGuire-Cummings Company 
WentilatOns wears chow etene nie terete Nichols-Lintern 


Wheels (type and size)...26 in. Cast. chilled 


Louisville Railway has announced the 
specifications for the fifteen new cars 
and twenty-five trailers recently ordered 
and mentioned in these columns pre- 
viously. The detailed specifications of 
the cars follow: 


Date order was placed........ July 5, 1923 
Date of delivery.......... Nov. 1-15, 1923 
Builder of car body.G. C. Kuhlman Car Co. 
Type OL caRink snes Peter Witt D.Ent. D.Exit. 

Double Truck Four Motor 
peating) “capacity, sa ic acs eu ae ee 6 
TOUAIP WIE oil coke we Malsecleaeetaeneee 36,900 Ib. 
Bolster centers, length..........22 ft. 6 in. 
Men eshh overall fer oe). & ot eae 45 ft. 13 in. 
Width: OVGE SURE Mia. eeu s Soa, 2 3 ee 8 ft. 2 in. 
BOG ys Siceicraee peat e ak broke ee All steel 
PUINEVLOC EPI Sy rat oso ea cacnns 2 A Birch 
PV eeu lin imei. utence.s se acteher hac eee Agasote 
i R00) CIM Te Cos, & Mit emer rcs on ithe 8 Arch 


Air brakes. Westinghouse, T. B. Co, Straight 
ES ENS DION'S dene cute ttots, «car cut haere Aas Angle iron 
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Car signal system.........- eee gees 
....Consolidated Car Heating Company 


Center and side bearings.....--++-.-++ Brill 
COMLEGU eerie. v0 + sles es je Creag ese 
Couplersiimcerermeinises «+s Tomlinson No. 6 


operated center, 
Fenders or wheelguards......+-++s+++5 
Bafa rene geen Louisville Railway Company 
Fare boxes...Louisville Railway Company 


Headlights a terccue Ohio Brass Company 
DOUrNGI DEANS can. sees eee meee lain 
DOULA IO ORGS Me ele ls ess cc's ce ca ew eles Brill 


Lightning arresters........... ais ogon 
Sy ope evoke eaten General Electric oes 


Motors, type and number..... 4-G.E. 247-1 
Motors, outside or inside hung...... Inside 
Teil Soe) St oe nee Enamel 
Registers. .International Register Company 
Sanders....Ohio Brass Company No. 13,797 
SERPS be ju 2S 0 a0 Edwards 
SCQUs) Gee teers SEE MP RONRO NS Ge 2: Brill 
Seating material ..Wood Slat 
SSyopaloleeh 4 os ay 6 eee Brill 
Bete OO. ose On Feralum 
Trolley catchers or retrievers.......... 

Bi on EER ee ese iiss. Ohio Brass Company 
Trolley base ....General Electric Company 
AGE ou © oc Brill 
Wheels ioe ssa. « 26-in. F. C. S. Griffin 


The specifications of the trailers are 
as follows: 


Date order was placed........July_5, 19238 


Date of delivenyiy......... Nov. 10-30, 1923\ 


BUUGer Sober eDOdys +... kee ed 
Soon o G. C.' Kuhlman Car Company 
ARS ORCC) ~ oo eo roe 
Soetenatats Center entrance; pay as you pass 
Seating capacity 60 


AOE yRESUEI NET =. 5 coc 4 Ce Oe er Ee 25,0001b,— 


Bolster centers, length........ 20° Lt) Tiny 
Length over all 
Width over all 


Bodyins. © kecwiae All steel 
Interior trim Birch 
EVGA rer le ee ll Agasote 
EO OSA MeEMRS ESET A bilave.s vie. e)y sveia eve exsveneie Arch 
Air brakes..Westinghouse T. B. Company 
Bumpers Sree cies ee ce ees Angle iron 


COR Vereeiesstem Fon. ek ee ee a ein 
....Consolidated Car Heating Company 


Couplers) Eason sod 5 bee Tomlinson No. 6 
CUPEGIN SIRRUUCR iti nics eae eee No curtains 
DESISDAWGMMSIETINN G2... we ee eae ee None 


Door operating mechanism. .Hand operated 
Fare Boxes....Louisville Railway Company 
Fenders or wheeleuards............... 
Ccehage! dtasaege tans Louisville Railway Company 
Gears and _ pinions G 

Hand brakes. .Quick release, ratchet handle 
Heater equipment Cutler-Hammer 
FAGAGN ARES meet els occ ce ee eicere Mins pe 8%, 
Journal bearings (if ball or roller) ..Plain 


Bloers area(s oo. Se ai ot Brill 
Dighton eaerestens) ji... 6s ws eee ace G.F. 
IeeVNIE OG Bolo oo eon OO eG Enamel 
Registers. .International Register Company 
SAMG CUS er teeta raisre ccc as B. Company 
Eicon Bab eghiees) 5 ae Edwards 
SCAU SE meee. cree uae Brill 
Siechubeles sae icistl 05 ol i rene Wood Slat 
Se ee ee, Ss ww Ge oe Brill 
SKRSOLURSGIS oc Feralun 
dip ile go) a rr Brill 
AY“SNCEVOCS yo 3 5S re oo Brill 


Wheels (type and size) 26-in. F. C. S. Griffin 
SS Seen ar ree 


Track and Line 


Elmira Water, Light & Railroad Com- 
pany, Elmira, N. Y., has been engaged 
in an extensive program of track recon- 
struction. The plan includes new track 
and paving on east and west Miller 
Streets, Maple Avenue, west Third 
Street and Railroad Avenue and south 
Main Street. 


Capital Traction Company, Washing- 
ton, D. C., will soon start work improv- 
ing the old car line from Chevy Chase 
Lake to Kensington. Under the lease 
by which the Kensington Railway 
passed into the hands of the Capital 
Traction Company it was agreed that 
the leasing company would improve the 
roadbed and operate modern cars over it. 
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Altoona & Logan Valley Electric Rail- 
way, Altoona, Pa., has started work on 
the construction of 2 miles of double- 
track. About $40,000 will be spent. 
The company will extend the double 
track from Ramey’s to Ale’s station, 
1.8 miles and from Buena Vista to 
Tipton, a distance of 1 mile. The divi- 
sion has double track at present from 
East Altoona to Ramey’s, a distance 
of 3 miles. A contract has been awarded 
to E. L. Grannas for excavation and 
filling in work necessary for the second 
track. The trolley company is doing 
the track laying work. Thirty foot “T” 
rails are being used. This construction 
is in line with the company’s expecta- 
tion that patronage will increase through 
the construction of the $250,000 board 
automobile speedway at Tipton. 


Power Houses, Shops and 
Buildings 


Trenton & Mercer County Traction 
Corporation, Trenton, N. J., will pur- 
chase a plot of ground on East State 
Street between Cuylet and Walter Ave- 
nue, and erect a carhouse there. Per- 
mission has-been obtained to use the 
plot for a carhouse. 


Sioux City Gas & Electric Company 
has postponed the construction of the 
proposed $3,000,000 power plant which 
was to have been completed and ready 
for operation in 1924. High prices of 
material and equipment are the reasons 
for deferring this construction. 


Georgia Railway & Power Company, 
Atlanta, has ordered one 3,000-kw. 
600-volt d.c. motor-generator set and 
switchboard for the Stewart Avenue 
substation. The coal and ash-handling 
equipment and automatic stokers for 
the Davis Street plant and Butler Street 
plant have already been ordered. 


Philadelphia Rapid Transit Company 
will soon start on its building program 
which in addition to the new southern 
carhouse includes the construction of 
new and modern shops on Tenth Street 
and Erie Avenue. -: The new southern 
carhouse will be located on the property 
acquired by the company from the 
Girard Estate lying between Nine- 
teenth and Twentieth Streets, Moya- 
mensing Avenue and Johnson Street. 
It will accommodate more than 400 cars 
and will cost about $1,300,000. j 


Olean, Bradford & Salamanca Rail- 
way, Olean, N. Y., will soon move its: 
office and waiting room from the head 
of Main Street, in Bradford, to the Erie 
Railroad depot there. With the remoyal 
of the offices, the work will be started on 
the installation of a switch on to the 
tracks of the Erie which will make the 
railroad depot the terminus of the trac- 
tion lines. This change will help in 
relieving the congestion along Main 
Street, by diverting all freight cars on 
to the railroad tracks and leaving the 
depot for loading and unloading of 
freight cargoes. This move is part of 
the retrenchment policy of the company. 


